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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 


$OrrOre@e 





BROOKHART, RIGHT AND WRONG 


ENATOR BROOKHART, even when he may be right 
S in principle, always goes too far and overstates the 
case. It is not usual for us to agree with him and the 
fact that we happen to see things somewhat as he does 
in one respect makes us somewhat doubtful of the sound- 
ness of our own position; nevertheless, this professional 
railroad-baiter is right, in our opinion, when he says that 
the Commission, before declining to give the railroads 
the fifteen per cent increase in freight rates they are 
asking, should reduce the five and three-quarters per cent 
which it has found to be the proper measure of adequate 
return on valuation to which the railroads are entitled. 
However, “the law” does not now compel the Commis- 
sion to grant rates that will produce that rate of return; 
five and three-quarters per cent is the percentage arrived 
at by the Commission itself under the authority given it 
by Congress to make the figure what it thinks proper. 
Congress gave instructions as.to what the figure should 
be only for the first year after the law took effect. 

So, though the senator is wrong when he says the 
Commission is violating the law, he is right in his view 
that it is doing something improper. It is guilty of in- 
consistency in fixing the rate of return at five and three- 
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quarters per cent and then declining to permit the rail- 
roads to earn that amount. The remedy is the one the 
senator points out—to lower the rate of return—if the 
Commission does not see fit to grant increased rates. 

Of course, Senator Brookhart goes even farther than 
that. He wishes the Commission not only to lower the 
rate of return on their valuation to which the railroads 
are found by the Commission to be entitled, but to lower 
the valuation also, making the adequate rate of return 
three per cent on the revised valuation instead of five 
and three-quarters per cent on the valuation as now 
His idea, reduced to its lowest terms, is 
to give the railroads as little as possible. Rail trans- 
portation is a form of industry for which he feels no 
concern. 





POLITICS IN THE RATE CASE 


HERE are some phases 





not obvious to the naked 

eye nor, perhaps, to any other kind of eye belonging 
to those who look at the fifteen per cent rate advance 
case as a rate of that case that, it is humanly 
probable, will, consciously or unconsciously, receive con- 
sideration from the Interstate Commerce Commission in 
making up its mind as to what its decision shall be. The 
Commission is made up of individuals and those indi- 
viduals are human. Their jobs are dependent for 
continuation on the President of the United States and 
the United States Senate. It would be natural, there- 
fore—whatever the strict code of integrity might require 
—that they be more or less influenced in their decision 
by considerations more or less political in kind—using 
the word “political” in its more general sense and admit- 
ting also that this case is not strictly a rate case but one 
in which the welfare of one of the country’s leading 
industries is under scrutiny and, in scrutinizing it thus, 
the condition of other industries and how they may be 
affected by an increase in freight rates must enter into 
the picture. 

In the first place, if the story the railroads tell as 





case 


to their condition is accurate and the Commission denies 
them an increase in rates, it would seem that their only 
recourse would be to reduce wages. What would that 
mean to the country, looking at things politically, using 
the word in the larger sense, and, using it in its narrower 
sense, what would it mean to President Hoover’s chances 
for renomination and election and what would be the 
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reaction of the members of the Senate who would be 
similarly disturbed? President Hoover has stood for 
maintaining present wage levels in the industrial de- 
pression. Can it be imagined that his appointees on the 
Commission and those who are, perhaps, looking to him 
for reappointment, will fail to think of this? 

Suppose, for instance, the Commission, deciding the 
case merely on the evidence before it, should hold that 
there should be an increase in rates on everything, in- 
cluding agricultural commodities. That is conceivable, 
at least. What would be the effect of such a decision 
on the White House and Capitol Hill? What of the 
farmer vote and the defenders of the down-trodden tillers 
of the soil in the halls of Congress? But suppose, on 
the other hand, the Commission should approve increased 
rates on everything, or practically everything, except 
agricultural commodities. That also is conceivable. How 
could it justify such a decision, more or less desirable, 
perhaps, from a political point of view? 

Verily, the Commission has a hard task confronting 
it and we do not envy it the experience it will undergo 
when a decision is rendered. Whatever it does will 
probably be subjected to the most severe criticism, in- 
cluding questioning of its motives as well as its judgment. 





THE COMMISSION AND EX PARTE 103 


F, when the Commission made known its program of 

procedure in Ex Parte No. 103, the 1931 advanced 
rate case, it had stated that it would hear testimony in 
Washington for sixty working days, there is no question 
that there would have been substantial—and justified— 
protest against taking that length of time for the making 
of a record on which it could act on the railroads’ peti- 
tion for authority to increase their freight rates and 
charges 15 per cent. The Commission, however, did not 
make such an anouncement. It announced a series of 
hearings in various parts of the country, some of which 
were to run concurrently. It closed the hearings in 
Chicago the week ended September 5 and there it had as 
many as four hearings running concurrently. The Com- 
mission put in the equivalent of approximately sixty days 
in making its record of testimony in this proceeding. As 
the result of the method adopted of holding hearings 
concurrently, the hearings did not last sixty consecu- 
tive working days in one place, but the making of the 
record took approximately that length of time. The 
record includes more than ten thousand pages of testi- 
mony and hundreds of exhibits. More than five hundred 
witnesses were heard. 





Even under the procedure adopted by the Commis- 
sion the hearings were beguit July 15 and were not 
concluded until September 5. The holding of concurrent 
hearings required the time of a number of commissioners 
and examiners. If one fairly brief hearing had been held 


in Washington, the record could have been made under 
the supervision of a single commissioner, assisted by 
several examiners, and the other commissioners could 
have devoted their time to other work. 
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Though the Commission, by resorting to the expe- 
dient of holding concurrent hearings, did speed up this 
hearing in a way it had never done before, we think it 
consumed much unnecessary time and money and caused 
much the same kind of expenditure by others in a matter 
that, in our opinion, could have been considered, in a 
much shorter period of time than was taken, in hearings 
held only in Washington. The Commission could have 
stated the issues as raised by the carriers’ petition, indi- 
cated the kind of testimony it would hear, fixed a limit 
on the hearings, and required witnesses to submit their 
testimony in such way that the hearings could have been 
closed by the predetermined date. As it is, the Com- 
mission has a large record replete with much cumulative 
testimony and irrelevant matter that will not aid it in 
the slightest in reaching a decision. 

The case before the Commission is a revenue case 
and, as we have stated before, the questions involved 
are two—are the railroads really entitled to the addi- 
tional revenue they are asking by means of rate increases, 
and, if so, is the way they suggest the best way to get 
it? It may be said that the Commission almost might 
have taken judicial notice of the fact that there was a 
depression in business and that shippers, therefore, might 
be expected to say that they could not afford to pay any 
greater charges for transportation. If it had done that, 
it certainly would not have needed the greater part of 
the record that it has accumulated. 


A DAMAGED BAROMETER 


ROM time immemorial the railroad revenue freight 

car loadings have been taken as a good barometer 
of business conditions. They have been that in the past 
and they may still be so if sufficient allowance is made 
for changes in methods of transportation whereby traffic 
that formerly moved by rail is now moving by motor 
truck or by water. It is difficult, of course, to determine 
just what allowance to make for this change. Some say 
the traffic that has been diverted from the rails to other 
forms of transport is inconsequential, in comparison 
with the whole; the railroads say this is not true; any- 
one, however, who knows what is going on, knows that 
there has been a considerable diversion and that it is 
erowing; predictions are that, if the increase in freight 
rates the railroads are asking is granted, in whole or 
in part, the diversion will be increased. But, whether 
it is comparatively small or large, it is a thing to be 
reckoned with, and the revenue freight car loadings are 
of value as a business barometer only as proper allow- 
ance is made. The important thing, for barometer pur- 
poses, is the amount of business that moves—not how 


it moves. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended August 29 totaled 
763,764 cars, according to the car service division of the Ameri- 
can Railway Association. This was an increase of 15,053 cars 
above the preceding week, but a decresae of 220,746 cars below 
the corresponding week last year. It also was 398,336 cars 
under the same week two years ago. 

Revenue freight loading by districts the week ended August 














PAGE 558 





29 and for the corresponding period of 1930 was reported as 
follows: 


Eastern district: Grain and grain products, 6,230 and 6,882; live 
stock, 2,233 and 2,415; coal, 34,093 and 45,235; coke, 1,089 and 1,569; 
forest products, 2,593 and 3,880; ore, 2,776 and 3,194; merchandise, 
L. C. L., 58,933 and 65,152; miscellaneous, 66,336 and 89,814; total, 
1931, 174,283; 1930, 218,141; 1929, 262,570. 

Allegheny district: Grain and grain products, 3,024 and 3,328; live 
stock, 1,921 and 2,157; coal, 30,642 and 39,870; coke, 2,126 and 4,573; 
forest products, 1,541 and 2,594; ore, 6,294 and 11,539; merchandise, 
L. C. L., 44,190 and 49,274; miscellaneous, 57,264 and 84,390; total, 
1931, 147,002; 1930, 197,725; 1929, 239,620. 

Pocahontas district: Grain and grain products, 304 and 276; live 
stock, 231 and 345; coal, 34,854 and 39,479; coke, 200 and 287; forest 
products, 791 and 1,208; ore, 219 and 621; merchandise, L. es 
6,256 and 6,795; miscellaneous, 6,317 and 7,560; 1931, 49,172; 
1930, 56,571; 1929, 66,920. 

Southern district: Grain and grain products, 2,889 and 4,095; live 
stock, 1,139 and 1,386; coal, 18,292 and 21,912; coke, 486 and 456; 
forest products, 8,516 and 13,022; ore, 551 and 969; merchandise, L. 
C. L., 35,288 and 38,670; miscellaneous, 37,898 and 49,916; total, 1931, 
105,059; 1930, 130,426; 1929, 153,042. 

Northwestern district: Grain and grain products, 10,805 and 22,855; 
live stock, 7,217 and 6,766; coal, 5,191 and 6,972; coke, 765 and 1,274; 
forest products, 5,949 and 9,569; ore, 22,376 and 36,018; merchandise, 


total, 


L. C. L., 26,578 and 31,101; miscellaneous, 32,683 and 43,381; total, 
1931, 111,564; 1930, 157,936; 1929, 184,761. 
Central Western district: Grain and grain products, 13,179 and 


16,165; live stock, 9,288 and 8,654; coal, 7,294 and 10,329; coke, 68 and 
137; forest products, 5,220 and 7,162; ore, 2,261 and 2,801; merchandise, 
L. C. L., 28,799 and 32,885; miscellaneous, 51,297 and 67,400; total, 
1931, 117,406; 1930, 145,533; 1929, 163,481. . 

Southwestern district: Grain and grain products, 4,022 and 6,057; 
live stock, 2,219 and 2,831; coal, 4,037 and 5,082; coke, 134 and 187; 
forest products, 3,426 and 5,389; ore, 450 and 606; merchandise, L. 
C. L., 14,583 and 15,445; miscellaneous, 30,407 and 42,581; total, 1931, 
59,278; 1930, 78,178; 1929, 91,706. 

Total, all roads: Grain and grain products, 40,453 and 59,658; live 
stock, 24,248 and 24,554; coal, 134,403 and 168,879; coke, 4,868 and 
8,483; forest products, 28,036 and 42,824; ore, 34,927 and 55,748; mer- 
chandise, L. C. L., 214,627 and 239,322; miscellaneous, 282,202 and 
385,042; total, 1931, 763,764; 1930, 984,510; 1929, 1,162,100. 


Loading of revenue freight in 1931 compared with the two 
previous years follows: 


1931 1930 1929 

Five weeks in January... cccccece 3,490,542 4,246,552 4,518,609 
Four weeks in February.......... 2,835,680 3,506,899 3,797,183 
Four weeks in March............- 2,939,817 3,515,733 3,837,736 
FOUP Weeks In ADT... .cccccecess Mevedptle 3,618,960 3,989,142 
Dive WOGES 1) BEAT 66.6 iviccicccvee cs 3,736,477 4,593,449 5,182,402 
POUP WEEMS TW FUNG os. cccccwvces 2,991,749 3,718,983 4,291,881 
POUP WOGKS 1 DUI 2c cccccccccccas 2,930,767 3,555,610 4,160,078 
Five weeks in August............ 3,747,284 4,671,829 5,600,706 

ee re 31,428,015 35,377,737 


PONTCHARTRAIN ABANDONMENT 


Application has been made to the federal court at New 
Orleans, La., in equity No. 20848, Charles A. Favrot vs. United 
States et al., to set aside the order of the Commission in Fi- 
nance No. 8335, Pontchartrain Railroad Co. abandonment, 166 
I. C. C. 407, on the ground that execution of the Commission’s 
permissive order would cause Favrot irreparable damage. Fav- 
rot, the holder of 226 shares of Pontchartrain and 17 shares 
of Louisville & Nashville stock, alleges, among other things, 
that the Pontchartrain railroad is and always has been a car- 
rier of state commerce within Louisiana and that the federal 
Commission lacks jurisdiction to permit abandonment. In addi- 
tion he alleges the statute of Louisiana, in aid of the general 
plan of which abandonment of the Pontchartrain is a part, is in 
violation of the constitution of Louisiana, that the ordinance 
of the city of New Orleans, also in aid of the project, is illegal, 
and that the Pontchartrain is without power to abandon any 
part of its property without forfeiting the whole of it and that 
forfeiture would cause the damage he is seeking to avoid. 

The railroad marked for abandonment runs from the down- 
town part of New Orleans to Milneburg, a summer resort on 
the lake from which the carrier takes its name. The city is 
improving the banks of the lake. The business of the railroad, 
according to the allegations in the finance case in which the 
Commission authorized abandonment, has gone from it on ac- 
count of the ease with which the lake can be reached by other 
means of transportation. The Louisville & Nashville owns a 
large proportion of the Pontchartrain stock. Under the plan 
only that part of the railroad, one of the oldest in the country, 
in downtown New Orleans is to be kept in service, the L. & N. 
using about 1.36 miles of the Pontchartrain for its Elysian 
Fields Avenue yard and passenger station. The other part of 
the railroad, about 3.2 miles long, is marked for abandonment 
on account of the plan of the city for improving the lake front. 
The part of the railroad to be retained is to be transferred to 
the L. & N. and the rest of the right of way to be used by the 
city for its purposes. 

The application for an injunction setting aside the Com- 
mission’s order says that if the court finds that the Commission 
is vested with jurisdiction the court should say that the Pont- 
chartrain was without legal right or authority to abandon part 
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of its line and continue to enjoy the privilege of operating the 
remaining portion. Abandonment, the application. says, would 
violate the railroad’s charter and contract obligations with the 
state of Louisiana and be in violation of the first paragraph of 
the fourteenth amendment to the Constitution of the United 
States. 


R. R. REVENUES AND EXPENSES 


Operating revenues and operating expenses of Class I steam 
railroads in the United States for July and the seven months 
ended with July, 1931 and 1930, compiled by the Bureau of Sta- 
tistics of the Commission from carrier reports, follow: 





July 
1931 1930 
Average number of miles operated........ 243,067.26 242,685.94 
Revenues: 
IN, gcarera onda aie oretorase eee ae Garonne $ 290,348,456 $ 347,271,693 
65. c:dutwasde ees saa wees omnia *50,271,990 765,805,912 
MEE Sracaccanaumveies eaten ci adaie eeeeanaains 8,589,769 8,878,697 
CO Oe ee ere 6,020,203 7,841,591 
AN other transportation... ...ccccceses 12,589,642 15,469,689 
RRR rar 8,662,659 10,989,481 
OG TRE ais 6010. 6.000 sn eeeseens 1,030,961 1,129,224 
pe 0 ee 367,263 288,739 
Railway operating revenues...... 377,146,417 457,097,548 
Expenses: 
Maintenance of way and structures... 50,138,673 64,130,391 
Maintenance of equipment............ 69,088,326 82,806,466 
IEE bo: sacs ders biasarem ae a oreal awe ‘ 10,082,219 10,850,965 
STARSDOTIRUION § s.2ccccdecceve 132,549,409 154,441,907 
Miscellaneous operations 3,667,319 4,526,763 
errr rr rrr 15,340,716 16,191,251 
Transportation for investment—Cr.... 739,340 1,328,755 
_ Railway operating expenses....... 280,127,322 331,618,988 
Net income from railway operations...... 97,019,095 125,478,560 
io ge a eee eres 28,806,324 31,333,697 
Uncollectible railway revenues............ 87,304 96,142 
Railway operating income............. 68,125,467 94,048,721 
Equipment rents—Dr. balance............ 8,951,246 8,376,874 
Joint facility rent—Dr. balance........... 2,639,318 2,602,473 
Net railway operating income........ 56,534,903 83,069,374 
Ratio of expenses to revenues (per cent) 74.28 72.55 
*Includes $2,371,821 sleeping and parlor car surcharge. 
7 Includes $3,138,490 sleeping and parlor car surcharge. 
Seven Months 
’ 1931 1930 
Average number of miles operated........ 242,873.78 242,709.61 


Revenues: 





PML care ncsdinenudocientawaceuseewcuird $1,964,129,950 $2,389,764,391 
MY ccntvasmnpnctersunnvrnneciee $342,435,216 $446,592.839 
EE cath oe¥.c Oeoudae ranches owas bosoat 61,096,081 64,378,551 
DI, ia. daiaencadisawcweencecdeawiwe 52,182,737 68,775,169 
All other transportation...........c.e0- 85,590,146 105,761,407 
ECE ee 54,310,893 68,638,683 
Joint FAcHity—Cr. 2... sccecsccovccccses 6,834,699 7,738,556 
OS Es. 60 8.6560 ca ccecesecees 1,995,870 2,296,106 
Railway operating revenues....... 2,564,583,852 3,149,353,490 
Expenses: 
Maintenance of way and structures... 338,229,199 439,833,630 
Maintenance of equipment............ 510,586,076 628,952,218 
fy w/e ee en ee eee 70,754,126 77,551,829 
SEAMEDOEUALION: 656001050 0sscscccccseses 946,698,287 1,120,045,603 
Miscellaneous operations .......... hee 25,508,291 31,850,419 
KPOMOERL 06 6:500.0:6.0.00-ecsecescsccscsccees 109,307,639 114,953,088 
Transportation for investment—Cr.... 4,182,105 7,619,399 
Railway operating expenses....... 1,996,901,513 2,405,567,388 
Net revenue from railway operations..... 567,682,339 743,786,102 
i ee ae rrr rere 193,544,950 211,632,286 
Uncollectible railway revenues............ 466,341 611,095 
Railway operating income............ 373,671,048 531,542,721 
Equipment rents—Dr. balance............ 60,442,227 55,706,716 
Joint facility rent—Dr. balance.......... " 18,143,777 15,387,419 
Net railway operating income........ 295,085,044 460,448,586 
Ratio of expenses to revenues (per cent) 77.86 76.38 


t Includes $17,152,922 sleeping and parlor car surcharge. 
§ Includes $21,632,978 sleeping and parlor car surcharge. 


CAR SURPLUS REPORT 
The average daily surplus Of freight cars in the period 
August 23-31, inclusive was 573,680, as compared with 573,252 
cars the preceding period, according to the car service division 
of the American Railway Association. It was made up as 


follows: 
Box, 254,775; ventilated box, 1,964; auto and furniture, 46,148; 
total box, 302,887; flat, 21,740; gondola, 121,391; hopper, 84,849; total 


coal, 206,240; coke, 1,266; S. D. stock, 21,004; D. D. stock, 3,846; re- 
frigerator, 15,010; tank, 546; miseellaneous, 1,141. 


Canadian roads reported a surplus of 44,200 cars, made up 


of 36,500 box, 4,550 auto and furniture, 550 flat, 200 gondola, 700 
S. D. stock, 1,400 refrigerator and 300 miscellaneous cars. 


CONSOLIDATED CLASSIFICATION DOCKET 
In The Traffic Bulletin of September 12 is published Docket 
No. 47, of the Consolidated Classification Committee, for hear- 
ings of the Official, Southern and Western Classification com- 
mittees at Atlanta, October 7; New York, October 13, and Chi- 
cago, October 20. 
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Current Topics in 
Washington 





Can any good for business or industry 
come out of North Dakota? The answer, 
some think, is yes, if Senator Nye of that 
state follows the path on which his feet 
now seem to be set. He is reported to be 
revising a bill introduced by him at the last 
session of Congress (S. 6249) so as to have it in more satisfac- 
tory form. 

In substance, it makes provision for the holding of trade 
practice conferences by the Federal Trade Commission and the 
settlement, by the Circuit Court of Appeals, of disagreements 
between an industry and the trade body as to what is or is not 
a proper rule for the industry to observe. For years the trade 
body had been holding trade practice conferences, without spe- 
cific statutory authorization. In the conferences that have been 
held so-called codes to govern industries have been adopted. For 
a while the trade body asserted the power to rewrite the rules 
notwithstanding that they purported to be rules or canons for- 
mulated and adopted by the industry. 

Such rewriting has been done on the theory that the rules 
or canons adopted by the industry have been repugnant to the 
anti-trust laws. In the case of one industry the commission 
scrapped all but three rules. The three that were left were 
but condensed propositions of law, which, when put on paper, 
were no help to the industry that was trying to free itself of 
practices that resulted in cut-throat and unfair competition. 

The Nye bill, by the use of the words reasonable and un- 
reasonable in connection with restraint, if passed, would give 
statutory recognition that there could be restraints on trade 
among the states that would not be unreasonable. While the 
Supreme Court of the United States has said that the Sherman 
law must be administered in the light of the rule of reason, no 
statute of the United States has acknowledged that there are 
restraints that only the most bigoted person would contend were 
intended to be forbidden by the Sherman or any other anti- 
trust law. 

The Nye bill says that when the trade body disagrees with 
an industry that has adopted a code or trade practice con- 
ference rules, it shall serve a cease and desist order in respect 
of the rule or rules obnoxious as it thinks to the anti-trust laws, 
pointing out wherein and to what extent the rule or rules are 
unlawful. The bill also requires the trade body to go to the 
Circuit Court of Appeals asking for a judicial order to back 
up it own order. In that way the question of the legality of 
the industry’s proposal can be tested. The issue is to be upon 
the rule itself, not necessarily upon what had been done under 
it. The bill seems to contemplate the judicial proceeding be- 
fore an industry or some members of it have made substantial 
investments based upon the assumption that the rule or rules 
were within the law. 

In other words, the bill would provide a scheme whereby 
business could get guidance without running the risk of making 
investments and then have its practices challenged in the courts 
as unlawful. In a way of speaking, the courts would be required 
to give advisory opinions and to that extent give up the position 
they have held almost from the beginning of government under 
the Constitution that they would give opinions only in contests 
between adversaries. 

Under the Nye plan an industry could make rules intended 
to keep production within the limits of probable demand. The 
petroleum industry tried to do that early in 1929. Attorney- 
General Mitchell, when the proposition was placed before him, 
screamed at Secretary Wilbur and the big oil men of the country 
that they were asking him to give them an immunity bath 
saving them from the pains of the anti-trust law. Thereby 
Governor Murray of Oklahoma and Governor Sterling of Texas 
felt forced to introduce the shotgun rule for the curtailment of 
production. 


Freeing of 
the Hands of 
Industry Possible 





Among the reasons assigned 
by Senator Nye for proposing 
changes in the antit-trust statutes 
is his declaration that economic 
changes have made them anti- 
quated. 

It might be suggested that one of the things to be remem- 


Are the Anti-Trust Laws 
Antiquated on Account 
of Economic Changes? 
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bered is that the common law and the statutes against restraints, 
regrating, engrossing and monopolization are the product of 
a period in man’s history when the greatest fear was that man 
would not be able to produce food enough to keep himself alive. 
Sir William Crookes had an idea, less than fifty years ago, that 
by 1931 there would not be enough wheat to meet the demand. 

The Sherman anti-trust law, enacted forty-one years ago 
this summer, was written on the statute books at the beginning 
of the era when mechanical aids began sending production to 
new heights. So great had production become in many lines 
that big companies felt the necessity of doing something to 
prevent disastrous overproduction. The trusts that were being 
in lines in which production was out- 
running consumption. The result was nose-diving of prices. 
Combinations were made. One was made by John D. Rocke- 
feller, Sr., in an effort to save the financial lives of dozens of 
small oil refiners along the banks of the Cuyahoga River, at 
Cleveland, 

Only now is the public beginning to see that prices below 
the cost of production mean woe for everybody. No housewife 
bewails low food prices so poignantly as one who was reared 
on a farm and knows that four pounds of string beans for 18 
cents means misery for the farmer. The farmer cannot exist 
on such a price. Now a large part of the public is beginning 
to realize that the Knights of Labor were right when they said 
“the injury of one is the concern of all” even if they did intend 
to limit that declaration to the manual worker. 


North Dakota has been hurt by overproduction just as much, 
if not more, than any other state. It might therefore be sug- 
gested that Senator Nye, in his conclusion that anti-trust laws 
are antiquated, even if they do not forbid combinations among 
farmers and horticulturists intended to increase prices, is merely 
reflecting public opinion in his own state. 





When one has to wait over a 
voyage on a coastwise steamer line 
because there are not enough ac- 
commodations for offered passen- 
gers, when one reads of traffic jams 
in and around New York City on 
account of holiday crowds on the roads and when one notes 
that an English visitor to this land says that if England had 
two years of such depression as that in the United States Britain 
would pay off the national debt, one has a right to wonder if 
there is not too much crying and not enough selling after proper 
appraisal of the value of the thing to be sold. A man who asks 
$20 for trimming four trees is an illustration of failure to ap- 
praise the value of the service offered for sale. Farmers, how- 
ever, are selling too low, but some other lines do not seem to 
know what are reasonable prices. 


Too Much Weeping, 
Not Enough Appraising 
and Selling 


Almost as soon as the Wickersham 
commission reported that the police of 
many cities were using third degree meth- 
ods to make prisoners talk police of Wash- 
ington, five of them, were indicted for as- 
sault, alleged to have been committed in 
the course of a conferring of that degree. Washington is sup- 
posed to be burning up with indignation on account of the reve- 
lation of cruelty and depravity. Congress will probably pass a 
bill on the subject. 

Of course, torture as lubrication for the tongues of those 
accused of crimes is a familiar fact of history. The primary 
instruments of justice always have seemed to feel the need 
of physical persuasion for the obtaining of facts needed as a 
foundation for conviction. It is only a relatively short time 
ago that the English felt the need of acts of persuasion even 
to make the accused plead, guilty or not guilty. 

Dr. Goldsmith’s History of England, in the part not written 
by the doctor, speaking about the session of parliament of 1772, 
says: 


Oiling the Hinges 
of the Tongue 
an Old Practice 


In the course of this session a material alteration was made in 
the criminal law of the kingdom. Formerly, when a felon (sic) re- 
fused to plead, he was stretched out upon his back at full length, 


and a heavy weight laid breast, which was gradually, 
though slowly, increased, till he expired; during which operation he 
was’ fed with nothing but a crust of bread and some dirty water. 
By a bill which was now passed, this barbarous practice was abol- 
ished; and all felons refusing to plead, are adjudged to be guilty of 


the crimes laid to their charge. 


upon his 


The Constitution of the United States seeks to assure a 
person accused of a crime or a misdemeanor of freedom from 
punishment for failure to testify. Perhaps the establishment 
of classes in constitutional law, in each police station, would 
increase employment to some extent, among teachers, 
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Seventy-five years ago Illinois seems to 
have been void of any understanding as to 
the virtues of publicity. The accuracy of 
that declaration can hardly be challenged 
in view of the then important fact that on 
September 27, 1856, when the Illinois Cen- 
tral drove the last spike completing the charter lines there 
Was no ceremony of any kind. One telegraph message and two 
letters were written about the completion to the company’s 
office in New York. Chicago, seemingly, had not learned to 
blow its horn, else it would have said something about its being 
one terminnus of a system of 705.5 miles. When the Illinois 
Central was started, four years and nine months before that 
day, the New York and Erie, something more than 300 miles 
long, was one of the longest railroads in the land. 

The last spike of the charter lines was driven at a point 
between Watson and Effingham, IIl., the Illinois Central Maga- 
zine being of the opinion that it was somewhere near Mile Post 
203. Two track laying foremen, Pease and Fox, were the senior 
supervisory employes present when some lusty unknown 
whacked the last spike into place. Benjamin F. Johnson, of the 
Chicago office of the railroad, literally took his pen in hand on 
September 27, 1856, to advise W. H. Osborn, president of the 
road, that “Col. Mason had the satisfaction of announcing to 
you this morning the completion of the track on the Chicago 
Branch.” 

And that is all Mr. Johnson had to say to Mr. Osborn about 
the event which linked Chicago with Cairo through the comple- 
tion of the eastern stem of the Y-shaped system that ended 
and still ends at Chicago, while the western stem extended from 
Dunleith to Centralia, the junction point of the two stems. 
Seemingly, the Chicago branch was not deemed so important 
in those days as the other. That may explain why Chicago 
failed to make a fuss over the completion of an important part 
of its north and south trunk line. Whatever the explanation, 
the outstanding fact is that Chicago and Illinois hid their light 
under a bushel on September 27, 1856.—A. E. H. 


As an Advertiser 
Illinois Was a 
Dud in 1856 


NORTH SHORE STATUS CASE 


Briefs have been filed by the government in Equity No. 
10067, United States of America vs. Chicago, North Shore and 
Milwaukee Railroad Co. and by the respondent carrier, in the 
federal court for the northern district of Illinois. The question 
is as to whether the railroad is subject to section 20a in the 
matter of the issuance of securities, The case was begun by 
the government, at the request of the Commission, so as to have 
a judicial determination of the question as to whether the rail- 
road, called North Shore, is or is not required to come to the 
federal body for permission as a condition precedent to the 
issuance of securities. The suit is for an injunction against 
the North Shore forbidding further issues without the Com- 
mission’s certificates. 

In the government’s brief it is contended that the North 
Shore is within the purview of section 20a regardless of whether 
it is a “street, suburban, or interurban electric railway.” That 
contention is based upon that part of section 20a (1), which 
says that the term carrier as used in that paragraph means a 
common carrier by railroad...“or any corporation organized 
for the purpose of engaging in transportation by railroad sub- 
ject to this act.”” The government’s brief is signed by George 
E. Q. Johnson, the federal attorney for the northern district of 
Illinois; Elmer B. Collins, special assistant to the attorney- 
general of the United States; John Lord O’Brian, the assistant 
to the attorney-general; Joseph A. Struett, assistant United 
States attorney, and Marshall S. Orr and Z. W. Scott, attorneys 
for the Interstate Commerce Commission. 

The North Shore, in its brief, contends that it falls into one 
of the three classes of electrically operated railroads, namely, 
street or urban electric railway, suburban electric railway, or 
an interurban electric rdilway. The brief said that there were 
four classes of electric railways, the fourth being an electrified 
section of the steam railroad. It said that the North Shore 
was certainly not the electrified part of a steam railroad. The 
brief for the North Shore is signed by Ralph R. Bradley, Claude 
D. Cass, Frederick E. Stout and Robert E. Quirk. 

The government, in its brief, sets forth some of the legis- 
lative history of section 20a in its effort to show that the North 
Shore is subject to that section, because it is a corporation 
organized for the purpose of engaging in transportation by 
railroad subject to this act regardless of whether it is or is not 
one of the three excepted classes of electrified railroads. The 
brief also points out that the North Shore is a member of 
organizations of which the steam railroads of the country also 
are members, that it files its freight and passenger tariffs with 
the Commission and carries on a business not only national in 
its scope but internatonal in that the carrier is a party to joint 
tariffs and holds itself out to sell tickets and carry freight in 
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connection with railroads operating throughout the United 
States and beyond the boundaries of the United States. 

The government’s brief says that the North Shore, since 
1923, “without first having obtained authority from 
the Interstate Commerce Commission, but with the approval 
of the Illinois Commerce Commission and the Railroad Com- 
mission of Wisconsin, issued shares of its capital stock, bonds 
and other evidence of indebtedness, collectively termed ‘securi- 
ties,’ totaling approximately $42,611,208.07.” The brief also said 
that the North Shore had obtained from the two state commis- 
sions authority to issue other securities which had not yet been 
put out. 

“There can be no question but that the North Shore and 
other electric carriers have uniformly since 1920, with the knowl- 
edge and tacit approval of the Interstate Commerce Commission, 
caused their securities to be issued with the authority only 
of the state regulating commissions having jurisdiction,” says 
the North Shore brief. “In the instant case the judge presiding 
in this court has ample authority in law so to do and should 
draw upon his own knowledge of the status of the respondent 
recognized and generally accepteed in this community, namely, 
the status of an interurban electric railway...While it is claimed 
by the government that it has instituted this proceeding for 
the purpose only of obtaining a construction of the statute 
involved, we believe that we are justified in stating, and stating 
without intention of giving offense, that the true purpose of 
the proceedings is to ask the courts to read into the law words 
not placed there by the Congress of the United States, and in 
so doing to give added jurisdiction to the Interstate Commerce 
Commission, the true complainant in this case.” 

A state of chaos will exist as to the securities of electric 
railroads reporting to the Commission, if the government’s con- 
tention and theory of the law in this case is upheld by this 
court, says the North Shore brief. Approval by the court, fur- 
ther says the brief, of such a theory of law will menace not 
only the securities of the North Shore but securities aggre- 
gating more than $250,000,000 issued by electric railways gen- 
erally since March 1, 1920, because under such a theory no line 
of demarcation can be laid down by which an electric railway 
may know whether or not it is to be classified “according to 
the language of the statute and the plain intent of Congress or 
according to some other formula based upon the freight business 
done.” 

“If the court should adopt the government’s theory of the 
law,” says the North Shore brief, “and hold that respondent is 
not an interurban electric railway, such a finding will raise 
for the whole electric railway industry such a fog of uncer- 
tainty as to classification and jurisdiction, that no electric 
railway can possibly know in advance of a decision by the 
Supreme Court what its status is under section 20a, and such 
a conclusion of this litigation will work untold injury to the 
whole electric railway industry, as well as to the respondent. 
On the other hand, if this court will hold to the line of cleavage 
established by Congress, that the phrase ‘interurban electric 
railway’ means independently operated electric railroads, as a 
class, such railroads will be secure in their position in continu- 
ing to rely on the authority of the state regulating commissions 
for approval of securities without by such reliance being made 
vulnerable to attack by third parties.” 


MARTIAL LAW OIL RATES 


The Prairie Pipe Line Company asked the Commission for 
permission to establish pipe line crude petroleum rates from 
points in Oklahoma and Texas not affected by the martial law 
declared in those states by Governors Murray and Sterling to 
Coffeyville, Kan., and Kansas City, Mo., so as to provide a supply 
of crude for refineries at that point. The martial law in effect 
in the flush fields of Texas and Oklahoma, according to the 
application, has cut off the supply of refineries at those points. 
Stripper well and storage crude could be made available to the 
threatened refiners, according to the application, if the Com- 
mission would permit the pipe line company to establish rates 
on which the crude could be moved. 

A rate of 15 cents a barrel was proposed to Coffeyville and 
30.75 cents to Kansas City. The application said the prevalence 
of martial law in the flush fields had curtailed the supply of 
crude for refineries at Coffeyville and Kansas City. It said that, 
unless they were enabled to obtain crude from the stripper welis 
and from storage, they would have to shut down and throw 
many men out of work. The Commission granted permission 
September 9 to the Prairie Pipe Line Company to establish the 
desired rates on five days’ notice. 


CHANGE IN DOCKET 
Hearing in Finance No. 8842, Application of T. & N. O. R. 
R. and M. L. & T. R. R. & S. S. Co. for certificate to abandon 
service between Baton Rouge and Anchorage, La., assigned for 
September 11, at Baton Rouge, La., before Director Sweet, was 
canceled. 














September 12, 1931 





The Traffic World 


PAGE 561 








Decisions of Interstate Commerce Commission 





DEPRECIATION ACCOUNTING 


The Commission, in a report on further hearing written by 
Commissioner Eastman, in No. 14700, depreciation charges of 
telephone companies, and No. 15100, depreciation charges of 
steam railroad companies, opinion No. 17067, 177 I. C. C. 351-500, 
has prescribed a system of depreciation accounting for tele- 
phone and steam railroad companies, effective January 1, 1933. 
At present the railroad companies are required to have deprecia- 
tion accounting in respect of their equipment but not of their 
way and structures, The order of the Commission in this case 
requires them to maintain such accounting for all their property. 
On account of the vast amount of work to be done, the order 
is not to be effective until after the lapse of more than a year. 
The order, when executed, will bring into operation, in full, the 
accounting required by section 20a. 

No percentages of depreciation are prescribed in the report 
and order. Percentages are to be established by the carriers 
under the supervision of the Commission’s bureau of accounting. 
Detailed instructions are hereafter to be issued by that bureau. 
The detailed instructions will be issued in connection with the 
revision of the accounting classification required by this de- 
cision. 

The Commission made a great change in its finding as to 
past accrued depreciation, as shown in revised finding No. 11, 
the last of the findings contained in the report. In the earlier 
report the past accrued depreciation that had not been other- 
wise disposed of, was ordered to be put into a suspense account, 
The railroads contended that ultimately the items in that ac- 
count would have to be put into the profit and loss account 
and that the effect would be to wipe out the profit and loss 
surplus, running into vast sums, with a consequent impairment 
of their credit. The revised finding leaves the carriers with 
discretion. The conclusions of the Commission are stated in 
the revised findings. The principles upon which the decision 
is founded are stated in sixty-three head notes to the report. 
In a prior report, 118 I. C. C. 295, the Commission prescribed 
a complete system of depreciation accounting for both steam 
railroads and telephone companies. Thereafter the railroad 
companies sought a further hearing, which was granted, and 
the order in No. 15100 was indefinitely postponed. In this re- 
port Commissioner Eastman said it was recognized that in for- 
mulating the new system serious practical difficulties had been 
encountered which had not been sufficiently discussed of record. 
The telephone companies, he said, asked for minor modifications 
of the order in No. 14700, but did not seek a further hearing. 
In view of the close relation between the two proceedings, 
however, said Mr. Eastman, No. 14700 was also reopened and 
the order therein indefinitely postponed. The further hearing 
in these cases was held in connection with hearings in Ex Parte 
91, General Revision of Accounting Rules for Steam Railroads. 
A proposed report was issued by Commissioner Eastman, but 
the Commission’s conclusions in this report differ somewhat 
from those recommended, 

The National Industrial Traffic League and other commer- 
cial organizations submitted a complete plan of depreciation 
accounting for railroads referred to in the report as the “alter- 
native” plan. The Commission came to the conclusion that the 
plan presented by the league was impracticable. 

The straight line method of accounting for depreciation 
Was approved. The sinking fund and other methods of account- 
ing for depreciation were discussed and compared, but the Com- 
mission approved the straight line method. It said it was 
impossible to prescribe uniform depreciation percentages for 
the various classes of depreciable property, applicable to all 
companies alike. Therefore it laid down a method for deter- 
mining depreciation percentages for individual companies and 
provided for cooperation with the state commissions in the 
supervision of this matter for use in the case of telephone 
companies. 

The Commission, in one of the headnotes, said that under 
the depreciation accounting prescribed the managements of 
carriers would be free as now to concentrate repairs and retire- 
ments in particular months or years, the accounts to contain as 
now a complete record of such work as and when done. 

The accounting plan prescribed by the Commission will 
require the carriers to restate their accounts and will cause a 
considerable expense but the Commission said that it was not 
clear that once the start was made the amount of additional 
annual expense would be of serious consequence. Commis- 





sioner Eastman said the present patrons of a carrier could not 
be required to make up past deficiencies in depreciation charges 
nor be relieved of any part of their current burden because of 
past excesses. He further said that the Commission had never 
taken the position that property paid for out of revenues ob- 
tained as a result of depreciation charges did not belong to the 
company, or that the company was not entitled to a fair return 
upon it. He said it was not the new property which had been 
supplied through depreciation charges upon which the company 
should have no return. It was rather the old property or 
service capacity, he said, which had been used up and which 
the new property had replaced. 

“The accounts of the steam railway companies,” said one 
of the headnotes, “in general now furnish no adequate record 
of property costs, but the deficiency may be supplied, with suf- 
ficient accuracy for the purposes of depreciation accounting, by 
appropriate use of the inventories of the bureau of valuation. 
Rules prescribed accordingly for such analysis of the cost of 
steam railroad property. It appears that the investment ac- 
counts of telephone companies are, in general, sufficiently 
adapted to such accounting; but if it should develop that they 
are not so adapted this matter can then be dealt with.” 

The eleven specific conclusions or findings, being revisions 
numbered findings in the prior report, follow: 


1. We therefore find that depreciation is the loss in service value 
not restored by current maintenance and incurred in connection with 
the consumption or prospective retirement of property in the course 
of service from causes against which the carrier is not protected by 
insurance, which are known to be in current operation, and whose 
effect can be forecast with a reasonable approach to accuracy. 

2. We further find: 

That the term “service life’? shall be construed to mean the 
period of time between the installation of the unit in question and its 
retirement for accounting purposes. 

That the term “salvage value’ shall be construed to mean the 
amount received for property retired and disposed of, or the amount 
at which the material recovered will be charged if reused. 

That the term ‘‘net salvage value” shall be construed to mean the 
salvage value of the property retired less the cost of removing it 
and recovering the salvage. 

That. the term “service value’”’ shall be construed to mean the 
difference between the ledger value of the unit and its salvage value 
in the case of railroad property and telephone station apparatus, and 
the difference between the ledger value of the unit and its net salvage 
value in the case of all other telephone property, ledger value to be 
determined in accordance with findings 8 and 9 infra. In the case of 
railroad property and telephone station 2 the cost of re- 
moval and recovering the salvage shall be charged to operating 
expense at the time of the retirement. 

That the total expense of depreciation in connection with any 
unit of property is its service value as above defined. 

3. We find that annual depreciation charges shall be computed 
at such percentage rate of the ledger value of the items of property 
in question that the estimated service value may be distributed under 
the straight-line method in equal annual charges to operating ex- 
penses during the estimated service lives of the said items. Annual 
a ag so computed shall be reduced to a monthly basis by dividing 

y 12. 

4, We find that the classes of property of telephone. companies 
for which depreciation charges may properly be included under 
operating expenses are the classes of property listed on page 356 of 
our prior report, excluding ‘Interior block wires,” ‘Station installa- 
tions,” and drop wires embraced in ‘‘Wire, aerial, exchange,” but 
adding ‘‘Right of way.” 

5. We find that the classes of property of steam railroad com- 
panies for which depreciation charges may properly be included under 
operating expenses are the classes of property covered by finding (5) 
in our prior report with the exception that account 3, “‘Grading,”’ and 
account 11, ‘‘Ballast,’’ will be reserved for further study. 


6. We find that the group basis of depreciation accounting, as 
distinguished from the unit basis, should be adopted; that for cor- 
porate ledgér and balance-sheet purposes the depreciation reserve 
should be regarded and treated as a single composite reserve; but that 
for purposes of analysis the carriers should maintain subsidiary 
records in which the reserve is broken down into component parts 
corresponding to such primary investment accounts under the respec- 
tive classifications for steam railroad companies and telephone com- 
panies as include property hereinbefore found to be depreciable, show- 
ing in these records also in complete detail by such primary accounts 
the current credits and debits to the reserve; and that such detailed 
information should be reported annually to this Commission and to 
the commissions of all states in which the carrier operates. 

7. We find that the percentages of depreciation which shall be 
charged by steam railroad companies and ports en companies with 
respect to each primary account of depreciable property shall be 
determined as follows: Each such company shall estimate the per- 
centages of depreciation which it deems applicable to the ledger value 
of each such primary account, such percentages being based upon 
service values and service lives, as hereinbefore defined, developed by 
a study of the company’s history and experience and such informa- 
tion as may be available with respect to future prospects. In each 
case such estimates shall be accompanied by sworn statements show- 
ing the bases therefor and the methods employed. In the case of 
steam railroad companies, such estimates and the accompanying 
statements shall be filed with this Commission within the time pre- 
scribed in the order hereinafter entered. In the case of telephone 
companies such estimates and the accompanying statements shall be 
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filed, within the time prescribed, with the state commission or com- 
missions having jurisdiction over the particular company, except that 
where no state commission has jurisdiction or is willing to act in the 
premises they shall be filed with this Commission. In the case of 
steam railroad companies this Commission shall, after an office check, 
prescribe by temporary order the percentages of depreciation which 
shall be charged with respect to each class of property of each com- 
pany, and in the case of telephone companies this Commission shall 
by temporary order prescribe similar depreciation percentages, follow- 
ing the recommendations of the state commissions to the extent that 
such advice can be procured. After the issuance of the temporary 
orders, opportunity shall be afforded at public hearings, if desired, 
for the presentation of evidence by all interested parties with a view 
to the modification of such orders, and for the submission to this 
Commission of views based on such evidence. In the case of tele- 
phone companies, such public hearings shall be conducted for this 
Commission, so far as possible, by state commissions. 

8. We find that for the purpose of ascertaining depreciation ex- 
pense under finding 2, the ledger value of all railroad property units 
installed prior to the valuation date shall be taken to be their re- 
spective reproduction costs new as shown by the reports underlying 
the Commission’s basic valuations, unless it has made, in connection 
with, such valuations, a finding of original cost or the Bureau of 
Valuation has agreed with the carrier as to the original cost of any 
such units, in which event the original costs so found or agreed upon 
shall be used instead of such reproduction costs; and that the ledger 
value of all such units installed after the valuation date shall be the 
costs correctly recorded under the provisions of valuation order No. 
3; provided, however, that if the carrier is able to submit proof that 
the actual cost to it of any unit of property which it owns or the 
actual cost to the owner of any unit of property which it uses but 
does not own, and for which depreciation accounting is required, was 
different from the amount which would be derived under the above 
provisions, and can establish to the satisfaction of the Commission 
the approximate actual cost, or if the Commission obtains such proof 
in any other way, then with the approval of the Commission said 
approximate actual cost shall be taken to be the ledger value. 

That all operating steam-railroad companies shall maintain records 
of all property which they own, or which they exclusively use and 
for which depreciation accounting is required, and which is includible 
in the primary investment accounts specified in finding 5, such 
records to be made up on the bases outlined in the preceding para- 
graph of this finding and kept not only by primary accounts but also 
by valuation sections and in such a manner as to show separately the 
cost, ascertained as herein provided, of carrier property devoted to 
common-carrier purposes, that is, (1) owned and used; (2) owned 
but not used, used by another common carrier; (3) owned but not 
used, used by others than common carriers; (4) used but not owned, 
property of another carrier solely used; and (5) used but not owned, 
property of private parties or noncarrier corporations solely used. 

That all operating steam-railroad companies shall account for the 
depreciation of all units of property which they use but do not own, 
except units the rent of which is included in net railway operating 
income, or units accounted for by the user as a joint facility under 
the joint-facility rules of the Commission’s classifications, and ex- 
cepting, also, with the approval of the Commission, any other such 
units of property upon a showing of special circumstances and con- 
ditions justifying such exception. 

9. We find, therefore, that in determining the amounts to be re- 
spectively credited to the primary investment account and charged 
to the material and supplies account and to the depreciation reserve 
in the case of the retirement of a unit of property, amounts for 
specific units shall be used so far as practicable; but that where 
that is impracticable, because of the relatively large number and 
small size of the units, average amounts shall be used. Such ac- 
counting shall be in accordance with detailed instructions hereafter 
to be issued by the Bureau of Accounts of the Commission. 

10. We find that when depreciable property is retired the service 
value shall, whether or not the cause of the retirement is a recognized 
factor in depreciation, be charged in its entirely to the depreciation 
reserve: Provided, however, that— 

(a) If the cause of the retirement is not a recognized factor in 
depreciation but is a cause against which the carrier is insured, the 
depreciation reserve shall be credited with the full amount of the 
insurance recovered. 


(b) If the cause is not a recognized factor in depreciation nor 
covered by insurance, the carrier may, upon proof that the charge 
will result in undue depletion of the depreciation reserve and with 
the approval of the Commission, charge the service value to an 
appropriate suspense account and distribute it from that account 
over such period of years and to such accounts as the Commission 
may approve. 

11. We find that each carrier, whether steam railroad or tele- 
phone, shall, subject to check and revision by the Commission and as 
of the date when the system of depreciation accounting herein pre- 
scribed is made effective, make an estimate, in accordance with the 
principles hereinbefore set forth for the determination of currently 
accruing depreciation, of the accrued depreciation in the property, 
such estimate to be broken down into component parts correspond- 
ing to such primary investment accounts under the respective classi- 
fications for steam-railroad companies and telephone companies as 
include property hereinbefore found to be depreciable. Such accrued 
depreciation, to the extent that it is unprovided for by the then 
existing reserve, may, in the option of the carrier, be credited in 
whole or in part to the depreciation reserve and concurrently charged 
to profit and loss. 


HOGS AND SHEEP 


The Commission, by division 3, in No. 23302, Standard 
Packing Co. et al. vs. Union Pacific et al., has found unreason- 
able the rates on sheep, in double deck carloads, from points in 
Utah, Idaho, Montana, and Wyoming to Los Angeles, Calif., 
and on hogs, in single and double deck carloads, from points in 
Idaho to Los Angeles, and awarded reparation to the basis of 
the Cactus scale prescribed in Arizona Packing Co. vs. Arizona 
Eastern, 81 I. C. C. 115, modified as to the rate of progression 
and as to minimum weights. The finding was that the assailed 
rates were unreasonable to the extent that they exceeded the 
rates set forth in a scale in the report, applied over the shortest 
workable routes subject to minima of 23,000 pounds on sheep 
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in double deck cars, 16,500 pounds on hogs in single deck cars, 
and 24,000 pounds on hogs in double deck cars. 

While the text of the report talks about modifications in 
the Cactus scale for distances in excess of 1,000 miles, the scale 
begins with 850 miles. At that distance the rate on sheep and 
hogs, in double deck cars, is 68 cents and on hogs, in single 
deck cars, 78 cents; at 1,000 miles the rate in double deck cars 
is 74 cents and in single deck cars, on hogs, it is 85 cents; at 
1,100 miles the rate in double deck cars is 77.5 cents and in 
single deck cars on hogs, 89 cents; at 1,200 miles the rate in 
double deck cars is 81 cents and in single deck cars on hogs, 
93 cents; and at 1,300 miles the rate is 84.5 cents on double 
deck shipments and 97 cents on hogs in single deck cars. 

The minima, the report said, heretofore found reasonable 
were for standard cars 36 feet 7 inches in length. For larger 
or smaller cars minimum weights, the report said, should be 
computed in accordance with a table contained in the report. 
The table is made in accordance with a rule which says when a 
minimum for a standard car is 16,500 pounds, 450 pounds are to 
be added or deducted for each foot or fraction thereof that the 
car is longer or shorter than a standard car; when the minimum 
is 23,000 pounds the addition or reduction is to be 625 pounds; 
and when the minimum is 24,000 pounds, the addition or reduc- 
tion is to be 650 pounds. 

This modified Cactus scale is to be used in calculating 
reparation. The report said that rates for the future on this 
traffic had been prescribed in No. 17000, part 9, Hoch-Smith 
livestock, western district rates. The case will be set for further 
hearing on the making of proof to show the right of the com- 
plainants to receive reparation. 


COMMISSION REPORTS 


Scrap Metals 
; No. 23935, Ginsberg Brothers vs. G. N. et al. By dviision 4. 
Dismissed. Rate, scrap metals, Thief River Falls, Minn., to 
Chicago, Ill., applicable. Applicable rate not unreasonable or 
otherwise unlawful. 


Spelter By-Products 
No. 16701, Federated Metals Corporation et al. vs. Penn- 
sylvania et al. By division 4. Report on further hearing. Find- 
ing in former report, 115 I. C. C. 521, that rates on spelter by- 
products, between certain western termini points in Pennsyl- 
vania and Trenton, N. J., were not unreasonable, modified. 
Rates assailed from Butler, Pa., were not unreasonable, but 
those from Hulton, Parkview, Huff, Blawnox, and South Greens- 
burg, Pa., to Trenton, N. J., were unreasonable to extent they 
exceeded 17 cents. Rates an non-ferrous metals now under con- 
sideration in No. 17000, part 12, and no findings, therefore, are 
made for the future. Reparation awarded. 
Rubber Nut Oil 
No. 24074, Armstrong Cork Co. vs. Pennsylvania et al. By 
division 3. Rate, 41.5 cents, rubber nut oil, in tank cars, Suf- 
folk, Va., to Lancaster, Pa., unreasonable to the extent it ex- 
ceeded 31.5 cents, minimum 30,000 pounds, Reparation of $435.32 
awarded. 
Lumber 
No. 24079, Traffic Bureau, Lynchburg Chamber of Commerce, 
vs. S. A. L. et al. By division 3. Rate, carload, lumber, Judd 
Siding, N. C., to Ampthill Siding, Va., inapplicable. Applicable 
rate, 18.5 cents, unreasonable to the extent it exceeded 17 cents. 
Like finding as to the rate from Kipling, N. C., to Ampthill 
Siding, Va, Reparation of $28.83 awarded. 


Pig Lead 

No. 24153, Atlas Supply Co. vs. Southern. By division 3. 
Rate, pig lead, carloads, Norfolk, Va., to Winston-Salem, N. C., 
unreasonable to the extent it exceeded 40 cents, minimum 36,000 
pounds. Reparation of $55.30 awarded. 

Imported Cotton 

No. 24179, Raybestos-Manhattan, Inc., et al. vs. Central of 
New Jersey et al. By division 3. Dismissed, Rating and rates, 
imported cotton in compressed bales any quantity points within 
the lighterage limits of New York, N. Y., Clifton, Staten Island, 
N. Y., and Bayway, N, J., to Manheim, Pa., not unreasonable. 


Imported Ammonium Sulphate Nitrate 
No. 24264, Fidelity Chemical Corporation vs. L. & N. et al. 
By division 3. Rate, carload of imported ammonium sulphate 
nitrate, Mobile, Ala., to Houston, Tex., unreasonable to the 
extent it exceeded 35 cents plus a handling charge of 2.5 cents. 
Reparation of $97.41 awarded. 
Iron and Steel Rejects 
No. 24182, Acklin Stamping Co. vs. C, & O et al. By division 
(Continued on page 564) 








§ 
$ 
H 
i 





September 12, 1931 


The Traffic World 








PAGE 563 








Proposed Reports in I. C. C. Cases 





RATES ON PIG IRON 


Examiner Frank C. Weems has recommended the dismissal 
of No. 23755, Alan Wood Steel Company et al. vs, A. G. S. et al., 
and a sub-number, Hanna Furnace Company et al. vs. Same, 
on a finding that the rates on pig iron from Birmingham and 
other southern producing points to Gulf, south Atlantic and 
Norfolk ports, for coastwise movement beyond, are not unrea- 
sonably low or unduly preferential. Northern pig iron producers 
asked for the prescription of minimum rates from the south to 
the north and claimed that the low rates established in 1929 
and later dates were, among other things, violative of section 
15A. Examiner Weems said the Commission had no authority 
to establish minimum rail-and-water rates and that the rates 
assailed were not such as to warrant the Commission exercising 
the powers conferred by section 15A. 


BANANAS AND COCONUTS 


In a proposed report in I. and S. No. 3567, bananas and 
coconuts from Gulf ports to Oklahoma and Texas, and cases 
grouped therewith, Examiners William J. Koebel and R. G. Tay- 
lor have recommended that the Commission find not justified 
proposed changes in rates, routing, regulations and practices 
on imported bananas and coconuts, in straight or mixed car- 
loads, from Galveston, Tex., New Orleans, La., and New Orleans 
subports, to destinations in Texas; from Galveston to Hugo, 
Okla., and from El Paso, Tex., Galveston and other Texas ports, 
and from New Orleans to Casper, Wyo. Grant of fourth section 
relief and reparation also are recommended. The report also 
embraces I. and S. No. 3608, bananas and coconuts from Gulf 
ports to Casper, Wyo.; No. 23765, B. W. Randolph, Inc., vs. G. 
C. & S. F. et al.; a sub-number, Fort Worth Wholesale Grocer- 
Produce Co. vs. G. C. & S. F. et al., and Fourth Section Applica- 
tion No. 14290. 


The examiners said the paramount questions presented for 
determination in the investigation and suspension proceedings 
were whether the rates on the commodities involved prescribed 
in Southern Produce Co. vs. Denison & Pacific Suburban, 165 I. 
C. C. 423, and Chamber of Commerce, Casper, vs. A. T. & S. F., 
172 I. C. C. 759, from and to the points under consideration 
were intended to apply from shipside; and, if so, whether they 
would be reasonable maximum rates for such application. Un- 
der the suspended schedules, said the examiners, certain port 
charges, aggregating from $13.50 to about $17 an average car- 
load of 21,600 pounds and which were now absorbed by re- 
spondents out of their present line-haul rates, would be imposed 
on the shippers. 

In the opinion of the examiners the Commission intended 
the rates from Gulf ports prescribed in the Southern Produce 
and Casper cases to apply from shipside. 


As to the measure of the suspended rates, including the 
absorption of the port terminal charges, the examiners said 
that, in the light of the Commission’s decisions on import rates 
on bananas and coconuts, it did not appear that those rates 
were less than maximum reasonable rates. 


With respect to proposed increases on shipments recon- 
signed and/or stopped en route partially to unload, the exam- 
iners said: 


These increases would apply only on imported bananas and 
coconuts moving from Galveston to Texas destinations, and to Hugo, 
because other traffic under consideration does not move under dis- 
tance rates. Generally under present tariffs on bananas and coconuts 
(a) no additional charge is made for out-of-line service on recon- 
signed shipments when the change in destination requires the trans- 
portation of the car not more than 200 miles greater distance than 
it would have moved in going directly to the final destination, and 
(b) the rate applied to shipments stopped en route for partial un- 
loading is that in effect (1) from origin to stopping point, (2) from 
stopping point to destination, or (3) from origin to destination, which- 
ever is highest. Similar provisions apply also on domestic fruits 
and vegetables, and these records indicate that no change is pro- 
posed as to them. 

Under the suspended schedules, when the rates from point of 
origin to final destination are determined by the application of dis- 
tance rates, as in the case of those proposed from Galveston to Texas 
points and Hugo, the rates on shipments reconsigned and/or stopped 
en route for partial unloading would be based on the short-line dis- 
tance from point of origin to final destination via the diversion, re- 
consigning, or en route stopping int. 

Respondents offered no justification for the increased rates that 
would result from those proposed changes; nor for the disadvantageous 
—— of Galveston in this respect as compared with New Orleans 
an 1 Paso. 


Taking up group rates, New Orleans to Texas, the exam- 
iners said New Orleans protestants alleged that the proposed 
rates from New Orleans to Texas destinations were unreason- 
able and unjustly discriminatory because they were incorrectly 
figured. They said the record showed that evidence covering 
the matter of claimed improper grouping was introduced by 
these interests in the pending reopened Southwestern cases, 
and that it should be left for determination there. 

By Fourth Section Application No. 14290, A. C. Fonda, for 
carriers’ defendant in the Southern Produce case, and carriers’ 
party to Johanson’s southwestern lines I. C. C. 2008, asked for 
relief from the long-and-short haul clause in the publication of 
the rates prescribed in, or published as a result of, the South- 
ern Produce case on imported bananas and coconuts, in straight 
our mixed carloads, minimum 20,000 pounds, from New Orleans 
and subports, and from Galveston, Houston and Texas City, to 
destinations in Texas, and to maintain higher rates at inter- 
mediate destinations. Explaining that the fourth-section depar- 
tures under consideration were of two kinds, the examiners 
outlined them as follows: 


(1) Due to the fact that shipments moving under the column 
45 rates prescribed in the Southern Produce case from New Orleans 
and Galveston to destinations in the Panhandle of Texas must pass 
over routes through points in Oklahoma to which higher rates are 
maintained, said to be a result of the Dawson Produce case (101 
I. C. C. 196), in which those higher rates were fixed as reasonable 
from New Orleans, and the carriers published the same or somewhat 
lower rates from Galveston and these in turn were observed as maxima 
from Houston and Texas City, although the rates from the Texas 
ports were not in issue in the latter case; and (2) due to the fact 
that over certain routes shipments from New Orleans and from the 
Texas ports to some Texas destinations must pass through higher- 
rated intermediate Texas points as a result of the rates and group- 
ing prescribed or authorized in Southwestern cases. 


The recommendation on the fourth section application 
follows: 


That applicant carriers in Fourth Section Application No. 14290 
are entitled to, and an order should be entered granting, relief from 
the long-and-short-haul provision of the fourth section of the act in 
establishing the column 45 rates as prescribed in the Southern Pro- 
duce case on imported bananas and coconuts, in straight or mixed 
carloads, minimum 20,000 pounds, (a) as to the first kind of relief 
herein described and sought from New Orleans and subports to 
destinations in the Panhandle of Texas only to the extent necessary 
to clear the highest rate to any intermediate Oklahoma point spe- 
cifically prescribed in the Dawson Produce case, and like relief with 
respect to the destination end as to rates published on the basis men- 
tioned herein from Galveston, Houston and Texas City; and (b) as 
to the second kind of relief herein described and sought, from New 
Orleans and subports and Texas ports to Texas destinations the same 
in extent, manner and form as granted in Fourth Section Order No. 
9600 with respect to the class and commodity columns of rates fixed 
in Southwestern cases. 


As to rates assailed in Nos. 23765 and sub-number, the ex- 
aminers recommended that the Commission find that the rates 
applicable on imported bananas and coconuts, in straight or 
mixed carloads, minimum 20,000 pounds, from New Orleans 
and Galveston to Austin and Fort Worth were and are unrea- 
sonable to the extent they exceeded and exceed the column 45 
rates from and to the same points prescribed in the Southwest- 
ern cases, and award reparation. They said that inasmuch as 
the rates found reasonable had been ordered to be established 
from and to the points in the Southern Produce case, no finding 
or order for the future was necessary. 

The finding of nonjustification in the suspension proceed- 
ings should be without prejudice to the filing of new schedules 
in conformity with conclusions expressed in the report, said 
the examiners. 


PROPOSED REPORTS 


Liquid Asphalt 
No. 24299, Hogan Construction Co. vs. I. C. et al. By Ex- 
aminer T. Leo Haden. Proposes dismissal on finding not un- 
reasonable rate, liquid asphalt, Baton Rouge and/or North 
Baton Rouge, La., to Memphis, Tenn. 





Fruits and Vegetables 


No. 24044, Anniston Traffic Bureau vs. L. & N. et al. By 
Examiner H. W. Archer. Rates, fresh fruits and vegetables, 
St. Louis, Mo., the Ohio and lower Mississippi River crossings 
and intermediate territory 250 miles or more distant from An- 
niston, Ala., unduly prejudicial to dealers at that point,- and 
unduly preferential of dealers at Birmingham, Ala., to the ex- 
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tent that the rates to Anniston are a higher percentage of the 
class rates which the respective commodities would take under 
the southern classification in the absence of commodity rates 
or exceptions to the classification, than the corresponding rates 
to Birmingham are of the respective class rates to that destina- 
tion. Entry of an order requiring the removal of the undue 
prejudice proposed. 


COMMISSION REPORTS 


(Contiinued from page 562) 


8. Dismissed. Rate, carloads, defective iron and steel sheets, 
known as rejects or seconds, Ashland, Ky., to Toledo, O., not 
inapplicabale, unreasonable, or in violation of the fourth section. 


Agricultural Limestone 


No. 23609, R. H. Smelter vs. Ann Arbor et al. By division 
3. Rates, ground, pulverized, or agricultural limestone, Wauke- 
sha, Wis., to destinations in the lower peninsula of Michigan, 
not unreasonable but unduly prejudicial to complainant and 
unduly preferential of his competitors in Michigan to the extent 
that the rates from Waukesha to destinations in Michigan exceed 
rates for equal distances applicable within the lower peninsula 
of Michigan with the addition of arbitraries for joint line move- 
ments as provided under the Michigan intrastate scale. Undue 
prejudice to be removed not later than December 9. Reparation 
denied, Commissionr McManamy, dissenting in part, said he 
thought the rates should also be held unreasonable, saying 
that the finding on the first section phase of this case was in 
direct conflict with National Mortar & Supply Co. vs. Ann Arbor, 
152 I. C. C. 429. 





PETITIONS FOR REHEARING, ETC. 


No. 23581, Pittsburgh Boiler & Machine Co. vs. K. C. S. et al. 
Complainant asks reconsideration of report and findings of division 38. 

No. 24114, J. N. Brownlee, doing business as Brownlee Lumber 
Co., vs. Southern. Complainant asks rehearing and reargument. 


No. 23695, Piqua Handle & Manufacturing Co. vs. A. T. & S. F. 
et al. Defendant, A. T. & S. F., asks for reconsideration and for dis- 
missal as to it; or in the alternative, for an order relieving the 
A. T. & S. F. from duty of compliance with Commission’s order of 
July 2, 1931. 

No. 22607, Mathieson Alkali Works, Inc., vs. A. & W. et al. Rio 
Grande Western and Rio Grande Southern ask modification of Com- 
mission’s decision and order to extent that rates and ratings pre- 
scribed therein from Niagara Falls, N. Y., to western classification 
territory, which includes state of Colorado and New Mexico, shall not 
apply over the Narrow Gauge Lines of these petitioners. 


No. 22979, Marshall Field & Co. vs. Wabash. Complainant asks 
rehearing before entire Commission. f 

No. 20880, Sub. 6, Trammell, Early & Co. vs. A. G. S. et al. Com- 
plainant asks rehearing for sole purpose of establishing amount of 
reparation due complainants under Commission’s decision. 

No. 17000, part 4, rate structure investigation, petroleum and 
petroleum products and No. 18458, general petroleum investigation. 
Eugene Morris, on behalf of C. F. A. carriers, ask modification of 
Commission’s notice dated June 10, 1931, to read that respondents will 
be expected to establish rates prescribed effective December 3, 
1931, on 30 days’ notice. 

No. 23008, Winnsboro Granite Corporation vs. 
plainant asks reconsideration and/or reargument. P 

No. 21978 (and Sub. 1), Manassa Timber Co. vs. St. L.-S. F. et al. 
Defendants ask postponement of effective date of order. 

No. 17000, part 11-A, rates on sand, gravel, crushed stone, chat 
and related commodities from and to points in Kansas and Missouri 
and points in the southwest, and cases grouped therewith. Respond- 
ent carriers ask modification of report and orders and postponement 
of effective date of orders. 

No. 17517, in the matter of rates on sand, gravel, crushed stone, 
etc., within southern territory. Saluda Crushed Stone Co., asks re- 
opening for further consideration. 

No. 22109, in the matter of rates on sand, gravel, crushed stone, 
ete., within state of South Carolina. South Carolina Railroad Com- 
mission asks reopening for further hearing. 

No. 23907, Pierre Furniture Co. vs. C. & N. W. Defendant asks 
reargument before and reconsideration by entire Commission. 

No. 21492, Dewey Portland Cement Co. vs. A. & R. et al. E. B. 
Boyd, agent, asks modification of order of June 16, 1931, by post- 
poning effective date thereof for a period of 60 days beyond October 
21, 1931. 

” No. 23194, D. E. Ryan Co. vs. C. & N. W. et al. Complainant 
asks ‘reopening for reconsideration, reargument or rehearing solely 
on question of past unreasonableness and reparation. 

0. 24 Terre Haute Paper Co. et al. vs. A. A. et al. Defend- 
ant, D & Railroad Corporation, asks that complainants be re- 
quired:.to make complaint more definite and certain; that certain 
allegations. of complaint wholly irrelevant and immaterial as to this 
defendant be stricken therefrom; and, that no hearing be set unless 
and until complainants shall have made complaint more definite and 
certain as prayed. 

No. 17517, in the matter of rates on sand, gravel, crushed stone, 
etc., within southern territory. South Carolina Railroad Commission 
asks reopening for further hearing, arguments and orders. 

No. 13535, Corporation Commission of Oklahoma vs. A. & R. et al., 
and associated cases. Southwestern Lines ask extension of date as 
fixed in supplemental order of October 13, 1930, herein and Fourth 
Section orders. 

No. 20329, Board of Railroad Commissioners of state of South 
Dakota vs. C. B. & Q. et al. The Public Service Commission of state 


Southern. Com- 


of Wyoming in interest of, for and on behalf of Southern Wyoming 
Coal Operators’ Association, concurs in petition of Southern Wyoming 
Coal Operators’ Association for reconsideration of certain findings 
and ae’ —s order. 

» an . 


3130, southwestern rates. Respondents, Procter & 
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Gamble Co., asks for orders requiring compliance with findings of 
Commission within respect to rates on spent catalyser, in carloads. 
No. 15037, Southwestern Millers’ League et al. vs. A. T. & S. F. 


et al. Nebraska Millers’ Association and Omaha Grain Exchange, 
whose members were complainants herein, ask for supplemental 
order. 


No. 15806, Lehigh Portland Cement Co. vs. A. & R. Interveners, 
Tampa Traffic Association and Tampa Chamber of Commerce, ask 
for reconsideration and reargument. 

No. 17517, in the matter of rates on sand, gravel and crushed 
stone within southern territory. Piedmont & Northern asks rehearing. 

No. 17000, part 2, rate structure investigation, western trunk line 
class rates, and Ex Parte 87, Sub. No. 1. Class rates within western 
trunk line territory. Western Trunk Lines ask modification of find- 
ing 20 by eliminating wool, in the grease. 

No. 22109, rates on sand, gravel, crushed stone, etc., within state 
of S. C., and |. and S. 3625, interstate rates on sand, gravel and 
crushed stone from and to points in South Carolina, Atlantic Coast 
Line, Charleston & Western Carolina and Columbia, Newberry & 
Laurens ask modification of order of Commission in I. and S. 3625. 

1. and S. 3434, chemicals, acids, dyestuffs and related articles 
from eastern and southern origins to southern destinations. Pro- 
testants, American Cotton Manufacturers’ Association, Cotton Manu- 
facturers’ Association of North Carolina, Cotton Manufacturers’ Asso- 
ciation of South Carolina, Fulton Bag & Cotton Mills, P. H. Hanes 
Knitting Co., Proximity Manufacturing Co. and North Carolina Hosiery 
Manufacturers’ Traffic Association ask reopening and reconsideration. 

No. 13535, Corporation Commission of Oklahoma et al. vs. A. & 
R. et al. and related cases. Eagle-Picher Lead Co., intervener, asks 
for an order excepting rates on zinc and lead pigments from south- 
western origins to destinations in western trunk: line and official 
classification, including Illinois freight association, territories from 
the findings and prior orders in the above-entitled case, and for an 
extension of fourth section relief until subsequent to the decision in 
No. 17000, part 12, rate structure investigation—nonferrous metals. 

No. 17000, part 2, western trunk line class rates. Great Northern, 
on behalf of itself and other railway companies engaged in trans- 
portation of freight between points in North Dakota and points in 
official classification territory, ask modification of findings and order 
herein so as to require the publication of key-point rates between 
Watford City, N. D., and official ‘territory, which bear the same rela- 
tion to the rates prescribed between Williston, N. D., and official 
territory as the key-point rates prescribed for application between 
Beach, N. D., and official territory bear to the key-point rates pre- 
scribed between Dickinson, N. D., and the same territory. 


COMMISSION ORDERS 


Finance No. 7235, construction of line by Owensboro-Rockport 
Bridge Co. Time prescribed in said certificate and order, as extended, 
within which the Owensboro-Rockport Bridge Co. shall begin and 
complete construction of line of railroad therein authorized, is further 
extended to September 1, 1932, and August 31, 1934, respectively. 

No. 24507, Jackson Fertilizer Co. vs. A. C. L. et al. New Orleans 
Joint Traffic Bureau on behalf of Sipsey Barge & Towing Co., and 
Bulk Transportation Co. permitted to intervene. 

No. 24582, Union Asphalt Co. vs. A. & S. et al. Standard Oil Co. 
of Louisiana and Lion Oil Refining Co. permitted to intervene. 

Fourth Section Application No. 14252, Cottonseed hull fibre or 
shavings from Shreveport, La., to New Orleans, La. Petition filed 
July 29, 1931, filed by Illinois Central and Yazoo & Mississippi Valley, 
for modification of Fourth Section Order 10543, Cottonseed hull fibre 
or shavings from Shreveport, La., to New Orleans, La., entered therein, 
denied, sufficient justification not having been shown. 

No. 23115, Egyptian Tie & Timber Co. vs. Mo.-Ill. et al. Order 
modified so that defendants shall be required to establish and’main- 
tain rates on mine timbers, Jetc., only from points in Missouri on 
the lines of the Missouri-Illinois Railroad and Mississippi River & 
Bonne Terre, from which actual movement is made to points of 
consumption on the lines of defendants in Illinois. 

No. 24654, Abingdon Sanitary Manufacturing Co. et al. vs. A.-J. 
et al. Illinois Coal Traffic Bureau and Coal Trade Association of 
Indiana permitted to intervene. 

No. 24501, Arkansas Fertilizer Co. vs. C. R. I. & P. et al. Mer- 
chants & Planters Plant Food Co. permitted to intervene. 

Gulfport 
United 





No. 24507, Jackson Fertilizer Co. vs. A. C. L. et al. 
Chamber of Commerce permitted to intervene. 

No. 24586, Terre Haute Paper Co. et al. vs. A. A. et al. 
Paperboard Co. permitted to intervene. 

No. 22109, rates on sand, gravel, crushed stone and chert, within 
state of South Carolina. Order entered herein on July 14, 1931, is 
modified to become effective on November 30 instead of October 12. 





VALUATION REPORTS 


Valuation No. 340, Buffalo & Susquehanna Railroad Corporation 
et al., opinion No. B-805, 36 Val. Rep. 199-276. By division 1. Final 
value for rate-making purposes of the property of the Buffalo & 
Susquehanna Railroad Corporation, owned and used for common- 
carrier purposes, found to be $9,650,000, and of property used but 
not owned, $442,805, as of June 30, 1919. 

Valuation No. 256, Duluth, South Shore & Atlantic Railway Co., 
opinion No. B-804, 36 Val. Rep. 141-198. By division 1. Final value 
of property of the Duluth, South Shore & Atlantic Railway Co., 
owned and used for common-carrier purposes, found to be $17,250,- 
po used a not owned, $6,147; owned but not used, $185, as of 
June 30, 1916. 


LOUISIANA COTTON RATES 


Formal complaint charging discrimination in favor of New 
Orleans against their port has been filed by officials of the 
Lake Charles (La.) Harbor and Terminal Commission before 
the Louisiana Public Service Commission. The Lake Charles 
port officials assert the rates on cotton from points in the in- 
terior of the state west of the Mississippi River are as high as 
or higher than from the same points to New Orleans, although 
the distances are shorter to Lake Charles. 

Recent approval by the commission of lower rates on cot- 
ton moving into New Orleans was attacked by Lake Charles 
port officials, and their application enjoined. 

An attack on the cotton rates in the state was also filed 
by the Louisiana Cotton Cooperative Association. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National } am mere System, 
published by = Publishing Co., St. Paul, Minn. Copyright, 
931, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Superior Court of Delaware, New Castle.) Liability of 
carrier as insurer is based on delivery of goods to carrier and 
express or implied acceptance by carrier.—Mercer vs. Chris- 
tiana Ferry Co., 155 Atl. Rep. 596. 

Actual delivery and acceptance of goods by carrier neces- 
sary to charge carrier as insurer requries real and present 
transfer of physical possession and control.—lIbid. 

Driving of automobile on ferry held not actual delivery of 
automobile to ferry necessary to charge ferry as insurer.—lIbid. 

In “constructive delivery” first holder, though retaining 
actual possession, holds as agent for another.—Ibid. 

Mere direction by employes of ferry indicating location for 
automobile on ferry held not exercise of possessory authority 
necessary to charge ferry as insurer.—Ibid. 

Automobile driven on ferry to be transported across river 
held not actually or constructively delivered to ferry company 
as common carrier, and hence ferryman was not insurer of 
automobile.—Ibid. 





(Circuit Court of Appeals, Second Circuit.) Shipper, accept- 
ing money from insurer which was merely surety covering 
damage to shipment, carrier being primarily liable, held such 
money under constructive trust for insurer’s benefit, where 
shipper had already collected from carrier. 

Carrier recognized claim of shipper against it for damage 
sustained, and paid same under agreement that shipper should 
proceed at once to make proof of loss against insurer and take 
all other necessary steps and attempt in good faith to collect 
and pay-over to carrier amount collected, less expense of col- 
lection. Shipper, after receiving amount agreed upon from 
carrier, collected upon policies of insurance, concealing the 
fact of carrier’s prior payment. Receipt executed to insurer 
recited that payment by insurer was a loan to be paid only 
to extent that shipper should recover from carrier.—China Fire 
Ins. Co., Ltd., vs. Davis, 50 Fed. Rep. (2d) 389. 

Insurer, to hold carrier liable for payment for damage to 
shipment made to shipper after payment of loss by carrier, car- 
rier being primarily liable, on theory of constructive trust, held 
required to trace fund to carrier.—Ibid. 

Shipper’s appropriation of amount equivalent to amount 
received from insurer and payment of such amount to carrier 
notwithstanding carrier primarily liable had paid shipper for 
loss, held to fix character of such amount as fund impressed 
with constructive trust in favor of insurer.—Ibid. 

Clause in bill of lading giving carrier benefit of any insur- 
ance on shipment held invalid as giving carrier greater com- 
pensation than collected for similar service (49 USCA, sec. 2). 

Clause in bill of lading provided that carrier, liable on 
account of loss or damage to shipment, “shall have the full 
benefit of any insurance that may have been effected upon or 
on account of said property so far as this shall not avoid the 
policies or contracts of insurance.’—Ibid. 

Previous general approval of bill of lading by Interstate 
Commerce Commission held not conclusive of question sub- 
sequently presented involving conformity of provision of bill 
of lading with governing statute (49 USCA, sec. 2).—Ibid. 

Reasonableness of rates or practice or propriety of intra- 
state rates is generally for determination of Interstate Com- 
merce Commission in first instance.—Ibid. 

Questions involving construction of statute or published 
tariff are primarily for determination of Interstate Commerce 
Commission in first instance.—Ibid. 

Fact that determination of whether discrimination exists is 
involved in question held not to place such question exclusively 
within jurisdiction of Interstate Commerce Commission to 
determine in first instance.—Ibid. 

Question involving validity of clause in bill of lading, pre- 
sented in collateral action, held not primarily for determination 
of Interstate Commerce Commission in first instance.—Ibid. 


CITRUS FRUITS FROM TEXAS 
Shipment of grapefruit, oranges and kumquats from the 
lower Rio Grande valley in Texas may start immediately, so 
far as federal quarantine regulations are concerned, according 
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to Lee A. Strong, chief of the plant quarantine and control 
administration, of the Department of Agriculture. Under the 
Mexican fruit worm quarantine, shipment has not been allowed 
until October 1 in the last four seasons. The department has 
terminated for this season the required host-free period during 
which harvesting and shipment are forbidden and it will issue 
federal permits for the shipment of grapefruit, oranges and 
kumquats from the three affected Texas counties, namely, 
Cameron, Hidalgo and Willacy. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System. 
published by bag | a Co., St. Paul, Minn. Copyright. 
» by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Commission of Appeals of Texas, Section A.) Railroad 
Commission is quasi judicial body.—Texas Steel Co. vs. Fort 
Worth & D. C. Ry. Co. et al., 40 S. W. Rep. (2d) 78. 

Railroad Commission’s order, regular upon face, is not 
subject to collateral attack (Rev St. 1925, arts. 6452, 6453). 

Such order can be attacked only in direct proceeding insti- 
tuted in compliance with Rev. St. 1925, art. 6453, in competent 
court in Travis county.—Ibid. 

That railroad Commission’s orders were allegedly made 
without notice to railroads or shipper, without hearing or having 
case docketed, and under agreement with Interstate Commerce 
Commission, held not to render orders void and subject to 
collateral attack (Rev. St. 1925, arts. 6452, 6453).—Ibid. 

Grounds urged to nullify Railroad Commission’s orders, 
requiring court to go behind orders to ascertain facts held 
“collateral attack” (Rev. St. 1925, arts. 6452, 6453).—Ibid. 

Suit raising issue of discrimination by railroads, growing 
out of rates on file with Interstate Commerce Commission, can 
be maintained only in federal court, after matter has been 
presented to Interstate Commerce Commission.—Ibid. 





(Kansas City Court of Appeals, Missouri.) Public Service 
Commission law, as applied to railroads, held not intended to 
restrict right of redress where none was expressly afforded 
(Laws 1913, p. 556).—Sonken-Galamba Corporation vs. Missouri 
Pacific R. Co., 40 S. W. Rep. (2d) 524. 

Shipper, if damaged by being subjected to illegal charge by 
carrier, held entitled to remedy by action at common law in 
circuit court, notwithstanding statutes (Laws 1913, p. 556; Rev. 
St. 1929, secs. 4791, 4799, 4802; Const., art 2, sec. 10; art. 6, 
sec. 22).—Ibid. 

Public Servce Commission is vested with full power in 
matter of rates and rate regulation, subject only to review pre- 
scribed (Laws 1913, p. 556).—Ibid. 

Shipper’s right to redress in circuit court against carrier in 
matter of rates must be confined to wrongs which cannot be 
redressed without previous action by Public Service Commission 
(Laws 1913, p. 556).—Ibid. 

In absence of contrary showing, presumption exists that car- 
rier obeyed Public Service Commission law and filed and pub- 
lished its rates (Laws 19138, p. 556).—Ibid. 

Public utility or carrier rates, when filed and published, be- 
come lawful rates until set aside or altered by order of Public 
Service Commission (Laws 1913, p. 556).—Ibid. 

Carrier by railroad cannot of its own volition legally accept 
less than published rate filed (Laws 1913, p. 556).—Ibid. 

Trial court may act upon admissions of counsel.—Ibid. 

Public Service Commission Law contemplates that all pro- 
ceedings for determination of reasonable rates shall be initiated 
before Public Service Commission and first disposed of by it 
(Laws 1913, p. 556).—Ibid. 

Courts, after Public Service Commission has established just 
and reasonable rates, may determine whether commission pro- 
ceeded properly and reached correct legal conclusions (Laws 
1913, p. 556).—Ibid. 

Wisdom of legislative measure is not justiciable question 
either in trial or appellate court.—Ibid., 

Essential and constituent facts of cause of action must be 
alleged.—Ibid. 

In shippers action for damages in nature of reparation for 
excessive freight charges, petition, not alleging rates charged 
exceeded published tariff or were in excess of rates determined 
to be reasonable, held insufficient to state cause of action (Laws 
1913, p. 556). 

Petition alleged, in substance, that freight charges com- 
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plained of were “unjust, unreasonable, and excessive in violation 
of” Rev. St. 1919, secs. 9980, 9988. Petition did not allege that 
rates charged were in excess of published tariff or in excess of 
a rate determined to be reasonable by the Public Service Com- 
mission, notwithstanding admission that schedule of rates was 
filed.—Ibid. 


SUSPENDED TARIFFS 


In I. and S. No. 3635, the Commission has suspended from 
September 5 until April 5, schedules in supplement No. 1 to 
Chicago, Milwaukee, St. Paul & Pacific I. C. C. B-5608. The 
suspended schedules propose to cancel the commodity rates on 
live stock or poultry feed (mineral mixture, including molasses 
mineral feed, not condimental or medicinal), in carloads, from 
Minneapolis, Minnesota Transfer and St. Paul, Minn., to desti- 
nations on the C. M. St. P. & P. R. R. and connecting lines in 
North Dakota, South Dakota, Iowa, Nebraska, Wisconsin and 
Michigan, and to apply in lieu thereof class ‘“‘C’” rates. The 
following is illustrative, rates in cents a 100 pounds, from St. 
Paul, Minn., to Aberdeen, S. D., present, 27%; proposed, 35. 


In I. and S. No. 3636, the Commission has suspended from 
September 8 until April 8, schedules in supplement No. 16 to 
J. H. Glenn’s I. C. C. No. A-760, supplements Nos. 44 and 46 to 
J. E. Johanson’s I. C. C. No. 2164, and numerous other tariffs 
published by various agents and individual carriers. The sus- 
pended schedules propose to cancel commodity rates on cotton, 
woolen and knitting factory products from points in southwest- 
ern territory, from, to and between points in southern territory 
and from, to and between points in official territory. It is pro- 
posed to apply in lieu thereof class rates or rates based on a 
fixed percentage of first class. The following are representa- 
tive, rates are in cents per 100 pounds: 


Cotton piece goods from Monticello, Ark., to Chicago, Ill., pres- 
ent 83%, proposed 148; Atlanta, Ga., to Detroit, Mich., present 83, 
proposed 106; Atlanta, Ga., to Minneapolis, Minn., present 1284, 
proposed 150; Boston, Mass., to St. Louis, Mo., present 100%, proposed 
123%. Hosiery from Atlanta, Ga., to Detroit, Mich., present 144, 
proposed 192; Atlanta, Ga., to Minneapolis, Minn., present 155, pro- 
posed 239; Boston, Mass., to St. Louis, Mo., present 166, proposed 166. 


In I. and S. No. 3637, the Commission has suspended from 
September 8 until April 8, schedules in supplement No. 17 to 
Chicago, Milwaukee, St. Paul & Pacific I. C. C. No. B-4713. 
The suspended schedules propose to restrict the transit rules 
at Terre Haute, Ind., so as not to apply on lumber, piling, poles, 
posts, paving blocks, railroad ties and timber, carloads, for 
creosoting or preservative treating, when such traffic originates 
on or moves via the Southern Railway. 


In I. and S. No. 3638, the Commission has suspended from 
September 9 until April 9, schedules in supplement No. 86 to 
Glenn’s I. 'C. C. No. A-737, supplement No. 85 to Glenn’s I. C. C. 
No. A-745, supplement No. 35 to Speiden’s I. C. C. No. 1397, and 
numerous other tariffs published by various agents and _ indi- 
vidual carriers. The suspended schedules propose to cancel the 
present commodity rates and apply in lieu thereof the full 
classification basis or combination rates on stone, limestone, 
granite, marble or slate, crushed, ground, pulverized or pow- 
dered, and related articles, including articles grouped therewith, 
in straight or mixed carloads, interterritorial, between points 
in the south, on the one hand, and points in official and western 
trunk line territories, on the other hand, also between points 
in the south and southern gateways and Ohio and Mississippi 
River crossings in so far as they apply on traffic between points 
in the south, on the one hand, and points in official, western 
trunk line and southwestern territories, on the other hand, 
which will result generally in increases. 


In I. and S. No. 3639 the Commission has suspended from 
September 10 until April 10 schedules in Denver & Rio Grande 
Western I. C. C. No. 429. The suspended schedules propose to 
define the switching district at Pueblo, Colo., which will result 
in increased switching charges to industries not included within 
the proposed switching limits. 


UNCONTESTED FINANCE CASES 


Report and order in F. C. No. 8822, authorizing the Chicago & 
North Western Railway Company to procure the authentication and 
delivery of $555,000 of 4% per cent general-mortgage gold bonds of 
1987 in reimbursement for expenditures for additions and betterments 
and for the retirement of underlying bonds, approved. 

Supplemental report and order in F. D. No. 6852, authorizing the 
acquisition by the Panhandle & Santa Fe Railway Company of con- 
trol, by modified leases, of the railroad the Clinton & Oklahoma West- 
ern Railroad Company and the railroad of the Clinton-Oklahoma- 
Western Railroad Company of Texas, previous report 138 I. C. C. 
787, approved. 

Supplemental reports and certificate in F. D. No. 7439, authoriz- 
ing the Great Northern Railway Company to operate under trackage 
rights over a line of railroad of the Southern Pacific Company, and 
to construct and operate a connecting line, all in Klamath county, 
Ore., previous reports 166 I. C. C. 3 and 170 I. C. C. 399, approved. 

Supplemental report and certificate in F. D. No. 7440, authorizing 
the Western Pacific Railroad Company to operate under trackage 
rights over part of the line of the Southern Pacific Company in 
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Lassen county, Calif., in lieu of construction and operation hereto- 
fore authorized, previous report 166 I. C. C. 3, approved. 


FINANCE APPLICATIONS 


Finance No. 8955. Missouri Pacific Railroad Co. asks authority to 
purchase all stock of Doniphan, Kensett & Searcy Railway for $40,000. 
The latter’s lines extend from Kensett to Searcy, Ark., 4 miles, and 
from Kensett to Doniphan, 2 miles. 

Finance No. 8956. The Jefferson Railroad Co. and the Erie Rail- 
road Co. ask authority for the Jefferson to acquire and for the Erie 
to operate part of the old Honesdale branch of the Delaware & 
Hudson Railroad Corporation in Honesdale, Pa., embracing 6,000 
feet of main track and 12,700 feet of side track. 

Finance No. 8957. Seaboard Air Line Railway Co. and its re- 
ceivers ask authority to abandon the Lanes-Andrews branch extend- 
ing from a point near Andrews to Lanes, S. C., 18.95 miles. Truck 
competition has seriously affected business at points on the line 
to be abandoned, according to the application. 





HOCH-SMITH PETROLEUM DATE 

In No. 17000, part 4, petroleum and petroleum products, No. 
18458, general petroleum investigation, and all the cases listed 
in the footnote to the report in 171 I. C. C. 286, the Commission 
has announced that the time within which the carriers will 
be expected to establish the rates prescribed for application 
within official territory has been extended to December 3, 1931, 
the date by which the rates prescribed in No. 15879, eastern 
class rate investigation, are to become effective. The reports 
in the petroleum cases, said the Commission in a notice to all 
concerned, directed respondents to establish the rates prescribed 
on or before October 15, 1931. Carriers in official territory 
asked for the extension as granted by the Commission. 





DISTRIBUTION OF COAL 

A new report on distribution of coal shipments, prepared 
by the Bureau of Mines of the Department of Commerce, cover- 
ing the month of August, was made public this week, It is 
to be issued monthly hereafter. It deals with the movement 
of coal from field of origin to destination. The bureau said the 
subject of distribution was the least known of any of the factors 
in the coal market and that there was a widespread demand 
for statistics that would trace the shipments from mine to place 
of use. A supplement to the report for August, covering dis- 
tribution of coal produced in the trans-Mississippi states, 1929, 
was prepared by the Bureau of Mines in cooperation with the 
Brookings Institution. Other origin fields will be covered in 
reports to be issued. It was stated that this study had been 
undertaken to meet the needs of shippers, distributors and 
traffic men for information on the markets now open to the 
coals of each field and on the possibilities of expanding those 
markets. 


POSTAL DEFICIT AND RATE INCREASE 


Post Office Department officials believe that an increase in 
the first-class mail rate from 2 to 2% cents an ounce will be 
necessary to effect a reduction in the deficit of $150,000,000 
faced by the department. Postmaster General Brown recom- 
mended such an increase in his annual report last December 
but Congress in the ensuing session took no action on it. It 
was estimated that the increase, if made, would produce about 
$55,000,000 additional revenue annually and practically balance 
the Post Office budget, exclusive of non-postal expenditures such 
as ocean mail payments in excess of commercial rates under 
the Jones-White merchant marine act. It would not take care 
of the loss in revenue due to the business depression, accord- 
ing to officials. 





RECIPROCITY IN BUYING 

Secretary McGinty, of the Commission, has issued a notice 
to all common carriers by railroad in No. 22455, in the matter 
of reciprocity in purchasing and routing, stating that if any 
respondent or other interested party wishes to be heard in the 
proceeding, opportunity will be afforded for hearing at Wash- 
ington if notice to that effect is given on or before September 
21. If no request is received for further hearings, the time for 
filing briefs will be fixed September 21. An announcement to 
this effect was made by W. P. Bartel, director of the Bureau of 
Service of the Commission, at the hearing September 1. (See 
Traffic World, September 5, p. 525.) 





INVESTIGATION OF PRACTICES 

In Ex Parte No. 104, practices of carriers affecting operating 
revenues or expenses, the Commission has created part 5, 
private freight cars, and has sent a questionnaire to all common 
carriers by railroad, reply to which must be made on or before 
November 1. Detailed information is sought as to owned and 
leased cars, mileage made by private cars, allowances and 
rentals. 


RAILWAY BUSINESS ASSOCIATION 


The annual meeting and dinner of the Railway Business 
Association will be held at the Stevens, Chicago, November 4. 
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INCREASED RATE HEARING 


All industries other than that of the manufacture of testi- 
mony were in a state of depression at the Chicago hearings 
before the Commission September 4, on the proposed 15 per 
cent increase in freight rates in Ex Parte 103. In striking 
contrast with the state of affairs over the country generally, 
as depicted by the witnesses, there was a decided upturn in 
the business of the Commission. It had become necessary 
to expand plant, and employes were worked overtime. A fourth 
hearing, designated “D,’ was opened, and eveninng sessions 
of all four were held. 

Two of the four hearings were devoted almost exclusively 
to the plight of the farmer, state commission testimony con- 
tinuing in “A” and the new hearing, “D,’ being given over, 
except for a single witness, to testimony by numerous farm 
organizations, including the American Farm Bureau Federation, 
the National Live Stock Marketing Association, and others. 
Most of the day at “B” was occupied with the case of non- 
ferrous metal representatves, and in “‘C” the National Canners’ 
Association, the coal industry and representatives of sugar, pig 
iron and coke, excelsior and live poultry industries told what 
they thought about the proposal of the railroads to increase 
rates and why. 

Commissioner Lee, who had been in “A” with Commis- 
sioner Lewis, presided over hearing “D’’; Commissioner Lewis 
remained in charge of hearing “A”; Commissioner Porter pre- 
sided over hearing “B,’ and Commissioner Meyer over hearing 
“a” 

Brookhart on Stand 

The star witness at “D,”’ if attendance of newspaper men 
may be considered proof, was Smith W. Brookhart, Iowa sen- 
ator, who was placed on the stand late in the afternoon by 
former Governor Reed, of Kansas, the latter acting as attorney 
for various farm organizations. Senator Brookhart, with the 
aid of many large figures, gave an explanation of the causes of 
farm depression, as well as the general business troubles of the 
country and particularly, those for which the railroads are 
responsible. ; 

He asked that the railroads be revalued by the Commission, 
taking “seven billions of water” (to which he has referred at 
times before) out of the present valuations, and that the “rea- 
sonable” rate of return be reduced from 5% per cent to 3 per 
cent. 

Following a few introductory remarks, in which he said that 
the testimony of preceding witnesses “truly and accurately” 
described the condition of the farmer, as he knew it, the sen- 
ator gave his views of legal phases of the case. Earlier in the 
week, he recalled, he had said, in hearing “A,” that the law 
commanded the Commission to give the carriers a return of 
53% per cent on their investment. Railroad men present laughed 
at him, he said. 

“IT thnk the law does command the Commission to give them 
this rate of return,’ he went on. ‘But there is another law 
that goes along with it.’”’” The Commission is also instructed to 
change, from time to time, the rate of return, he explained. 
With the rate of return changed to 3 per cent, and the valuation 
of the railroads brought down to where it should be, there would 
be no violation of law in denying the carriers’ petition for an 
increase of 15 per cent in rates. Both the rate and the valua- 
tion, as they now stand, are excessive, he asserted. 

“Extortionate railroad rates’ were held by him to be re- 
sponsible for a large part of the farmers’ troubles. In relation 
to that “fact,” he said, “I haven’t heard any more dense igno- 
rance anywhere than that presented in support of the petition 
of the railroads.” 

He charged that “nobody ever comes begging to Congress 
or the government like the railroads have throughout their 
history.” The present petition for increased rates was placed 
alongside early land grant and other requests for charity, which 
the senator said the railroads have made. 


“They are always coming to Congress for something and it 
is always something big. This time it is four or five hundred 
million, and they want to get it out of an industry that has 
been depressed for ten long years.” 

In the large scale picture which he offered of the economic 
troubles of the country, he said the national wealth had in- 
creased from 186 billion dollars, in 1912, to 360 billion in 1928. 
“We have produced enough,” he said, “that we need have no 
agricultural depression, no six million unemployed, if it was 
properly distributed.” The annual increase of national wealth 
has mounted steadily, at a rate of about 4 per cent a year, since 
the Declaration of Independence was signed, he testified. “That 
4 per cent is all we have and all we ever have had,” he de- 
clared. Out of that, capital, labor, genius, management all must 
get their annual return. Taking 1 per cent of the increase 
for the other three, 3 per cent is left for capital. 
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“Is there any reason for giving the railroads any greater 
return than the rest of capital?” he questioned. “Why should 
the railroads get more than farm capital? Farm capital has 
been reduced 30 billion since 1920. It’s extortionate railroads’ 
rates that are a part of the cause of that.” 

Among other charges directed at the railroads was that, 
“in order to discredit government operation of the railroads 
they padded the costs enormously.” The transportation act, 
he said, was the railroads’ own law. 


Copper Industry 


“The copper industry is the worst depressed industry in 
the country,” declared Ira B. Goraleman, San Francisco mining 
engineer, at hearing “B,” presented by the non-ferrous metal in- 
terests by R. C. Fulbright, on behalf of the entire domestic cop- 
per industry. He gave general testimony on the world produc- 
tion of copper and the factors responsible for the present state 
of the industry. 

With reference to the proposed increase, he declared that 
any increase would mean that many mines would have to be 
closed. That would mean a rapid deterioration of the properties 
and loss of business to the railroads, he said. The essential 
part of his testimony, however, was an account of the competi- 
tive conditions affecting the world copper market. Reserves of 
foreign mines, he testified, were more than twice those of this 
country, and they were in ore nearly three times as high a 
grade, with a resultant cost of production approximately two 
cents a pound less than in this country. Foreign copper had 
displaced that of American production almost entirely in Euro- 
pean markets, and it was in the process of displacing it in the 
domestic market, he said. 

“The industry is up against it and can’t stand any more,” 
he summed up. 

Following a series of questions by Granville Clark, attorney 
for the Association of Railroad Security Holders, intended to 
draw out the witness’ views on the relative financial needs of 
the copper industry, as opposed to other industries, including 
the railroads, Mr. Fulbright, objecting to the line of interroga- 
tion, interposed: “We freely admit that the financial interests 
of New York are not as much concerned about the conditions of 
other industries as they are about that of the railroads.” 


Continuing his questions, Mr. Clark wanted to know whether 
it was a matter of concern to the copper industry that the rail- 
roads be enabled to continue to maintain an adequate transpor- 
tation service, giving the industry cars when it wanted them, 
moving them promptly, and providing the other services essen- 
tial tg the efficient conduct of transportation. 

There was no urgency for the movement of copper ship- 
ments, the witness answered. “If the railroads took twice as 
long to move cars as they do, it would save the industry the 
cost of supplying a place to store the commodity.” 

For the carriers to maintain even their present revenues, so 
far as the mining industry is concerned, it would be necessary 
that they reduce existing rates, according to W. L. Trammell, 
traffic manager, American Smelting & Refining Company, New 
York, who put in the principal part of the case of Pacific coast 
and northwest mining interests. With the exception of agri- 
culture, he said, the mining industry was the most important on 
the Pacific coast. Even agriculture was dependent, to a consid- 
erable degree, on the prosperity of the mining industry, he said, 
and a large part of the revenues of the carriers serving the ter- 
ritory was derived from it. 


For each ton of copper produced, the railroads received col- 
lateral revenue of $100, according to studies presented in the 
non-ferrous metals section of docket 17000, he pointed out. In- 
bound supplies must be brought in by the railroads both for the 
mining operations and the employes supporting them. 

He particularly stressed the probability of diversion from 
rail to water routes of the copper movement, in the event of an 
increase in rail rates. At the present time, the division between 
the two modes of transport was indicated by figures he gave 
showing the 1930 movement of the Pacific coast production. 
They showed that 690,000 tons went by water, as against 153 
tons all-rail. With only three exceptions, the copper refineries 
of the country were on the eastern seaboard, he said. 

In substance, the position of the other representatives of 
the non-ferrous metal industries at hearing “B,’ September 4, 
was that not only was curtailment of activity a certainty, in 
the event of increased freight rates, because of the extremely 
depressed condition of the industry, but that for the carriers 
even to maintain present revenues, so far as their shipments 
were concerned, it would be necessary to reduce rates. In 
summing up the case of the copper industry, Mr. Trammell 
pointed out that production was centered in four states—Mon- 
tana, Utah, Arizona, and Neveda. All of the mines were within 
a few hundred miles of the ocean, he said. Some emphasis was 
put on the fact that no denial was being made of the carriers’ 
need of revenue, but the possibility of obtaining it from an 
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Ultra-modern warehouses, located in the very heart of the 
wholesale and retail districts, are served by all railroads 
entering the city, Great Lakes steamers and New York 
Barge Canal lines. Suburban auto trucking companies 
maintain offices within the warehouse. Special attention 
is given to pool-car distribution. 

We offer every service that your own branch could furnish 
other than selling the merchandise. 


KEYSTONE WAREHOUSE COMPANY 
W. J. Bishop, General Superintendent 
Seneca and Hamburg Streets 


marine, shippers, distributors and consignees of export and import 
cargoes that are nowhere else available. Centralized management directed 
by executives of long experience in terminal and warehouse operation 


insures a uniform high standard of service throughout the entire chain. 
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Here fifteen of the largest ocean cargo carriers can be 
worked simultaneously. Waterside storage is provided 
by «two reinforced concrete and steel structures of over 
1,000,000 square feet. There is railroad storage for over 
500 cars. Tracks extend the entire length of all piers. 
The 25-acre yard adjacent to the piers is devoted to the 
storage and distribution of lumber. 

Our negotiable receipts are accepted by all financial insti- 
tutions as best collateral security. 


PHILADELPHIA TIDEWATER TERMINAL 
George M. Richardson, General Manager and Treasurer 
10 Chestnut Street 
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industry operating below cost and forced to seek every means 
of curtailing expenses was less than nothing, the witnesses in- 
sisted. 

M. D. Harbaugh, Miami, Okla., secretary of the Tri-State 
Lead and Zinc Ore Producers’ Association, placed on the stand 
by Nuel Belnap, testified that the present state of the lead 
and zinc industry was “practically a shut-down.” That was 
true of both the mines and the zinc and lead smelters, he said. 
An increase in freight rates would simply further postpone 
reopening. 

J. E. Bouchard, assistant traffic manager, St. Joseph Lead 
Company, representing southeast Missouri lead operators, test- 
ified that his company was operating at about 75 per cent of 
normal, but was doing so at a loss. It was operating, he said, 
in an effort to relieve unemployment in the district, and stack- 
ing its ore, of which it had a full year’s supply on hand. Con- 
tinued increase in operating costs, of which freight rates were 
a part, would compel a complete shut down, he said. Rates 
from Missouri were related to rates from the far west, he 
pointed out, asking that no increase in the former be made in 
the event the latter were not increased. The competitive situ- 
ation between lead and lead pigment was also presented, with 
the plea that if the one was not increased there be no increase 
in the other. 

St. Paul Shippers 

Herman Mueller, traffic director, St. Paul Association of 
Commerce, followed the non-ferrous metal witnesses, appearing 
himself and placing a number of others on the stand on behalf 
of St. Paul shippers. Mr. Mueller explained that he was not 
appearing in his capacity as traffic director of the St. Paul 
association, the organization not having gone on record either 
for or against the increase. A substantial part of the St. Paul 
tonnage was opposed to the increase, under existing conditions, 
he explained. 

He reviewed at length the decision in the Western Trunk 
Lines class rate case, tracing the history of important rates. 
He particularly stressed the “tremendous” increases resulting 
from the class rate case in the St. Paul-Chicago and St. Paul- 
St. Louis rates, declaring that they “have been pushed out of 
sight,” and that a 15 per cent increase on top of the class rate 
increases would be “prohibitive.” 

The St. Paul manufacturer, he pointed out, largely shipped 
to Chicago and east, where industry and population were con- 
centrated. In doing so, the interests he represented, as he told 
the story, were shipping into the territory of their competitors. 
St. Paul shippers were the long-haul shippers, and so suffered 
greatest from a horizontal increase in rates. Truck transpor- 
tation was growing rapidly in the Twin-Cities territory, he said, 
and was certain to grow more rapidly if rates were increased. 

Illustrating the disadvantage of the St. Paul manufacturer, 
due both to his being a long-haul shipper on outbound products 
and the fact he was generally far removed from the source of 
his raw materials, he pointed out through another witness, W. 
S. Seeger, vice-president of the Seeger Refrigerator Company, 
that the present fourth class rate, on which refrigerators 
moved, from St. Paul to Chicago, was 41 cents. Under the 
decision in docket 17000, part 2, that rate would go to 68 cents, 
and an increase of 15 per cent would mean 78 cents. The 
principal raw material used in the construction of the manu- 
factured product was steel, it was explained. At present the 
steel rate from Chicago to St. Paul was 27% cents. Under the 
class rate decision it would be 40 cents, effective December 3, 
and 15 per cent added to that would make it 46 cents. 


Omaha 


A somewhat similar picture was presented on behalf of 
Omaha manufacturers and shippers by C. E. Childe, head of 
the transportation department of the Omaha Chamber of Com- 
merce. Mr. Childe was the first witness at hearing “D” preced- 
ing the agricultural witnesses, who took up the rest of the day 
there. 

He explained that he was not appearing for the chamber 
of commerce, but for shippers whose interests would be ad- 
versely affected by an increase in rates. He made it clear that 
he was not contesting the need of the carriers for additional 
revenue, but that, in reality, as he phrased it, “to help our rail- 
road friends out,” believing that they would lose much valuable 
tonnage to the trucks in the event of a rate increase. 

As to present less-carload rates, he explained, rail rates 
were already considerably higher than were charged by truck 
lines in the territory, including the Union Pacific Stages, a sub- 
sidiary of the Union Pacific Railroad. Truck rates were not 
only lower than corresponding rail rates applicable to less- 
carload shipments, he said, but included pickup and delivery. 
He said he understood that Union Pacific Stages was going to 
put its rates lower than they were now, in order to bring them 
in line with those of other trucking concerns, while the rail 
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rates were scheduled for an increase December 3, under the 
western class rate decision. 

“It is absolutely impossible for the railroads to get any 
business on such a basis,” he insisted. Over half of the less- 
load business in Nebraska was moving by trucks for distances 
up to 200 miles now, he said. If a 15 per cent increase was 
added to the class rate increases, he held, little or nothing will 
be left for the railroads. 

Speaking of carload shipments, he said there was little 
of that left out of Omaha for the railroads now. More than 
half of the movement of agricultural implements manufactured 
in the city was now going by truck, he said, the truck rates be- 
ing either on a parity with the rail carload rates, or below, 
and including pickup and delivery. Machinery and other man- 
ufacturers in the city had lost their markets on the Pacific 
coast, as a result of construction of the Panama Canal, he went 
on, “and can’t stand any more.” The manufacturers he repre- 
sented, he explained, generally distributed on a long-haul basis, 
their product going into competition with manufacturers who 
received their raw materials on short-haul ratgs, so that their 
present handicap would be further increased if rates went up 
horizontally, due to the increasing spread between the rates 
on the raw materials and on the outbound products. 


Condition of the Farmer 


“The desperate situation of the farmer’ was the subject 
of more than a dozen witnesses representing farm and live 
stock organizations, as well as practical farmers that occupied 
the rest of the day at “D.” 

“The situation is so tragic that you all must be familiar 
with what our legislatures are doing in the south,” began E. A. 
O’Neal, president of the American Farm Bureau Federation. 
“From what I read in the papers, I am beginning to wonder 
whether we are still living in a democracy,” he said, referring 
to action of the Louisiana leglislature to compel the cotton 
farmer to forego his crop the coming season. 

About all the farmer had left, he said, was love of his fam- 
ily and country. If the railroads were to increase his freight 
rates, he suggested, it would probably be necessary for them 
to take a mortgage on next season’s crop. 

“Frankly, as a farmer myself,” he said, “I don’t know what 
I'm going to do. The situation is more serious than anyone in 
the country realizes.” 

Approximately 80 per cent of the product of farming in the 
last ten years, he asserted, had been forced on the market by 
the man financing the crop—not the farmer. Today the farmer 
could not pay his taxes, he had no credit, and was without re- 
sources of any kind. 

“In my opinion, the most serious thing about the farm sit- 
uation is the low morale of the farmer—his almost hopeless 
condition,” said Earl Smith, president of an Illinois farm or- 
ganization. “If anything is done to add to the fixed charges 
(of which, he said, freight rates were a part) almost anything 
may happen.” <A 15 per cent increase on Illinois grain and 
live stock moving to market would mean an increase of two 
and one-half million dollars in the cost of transportation, he 
said. “There is no question but that would come from the 
farmer.” 

“While the carriers have been able to add some eight bil- 
lion to their plant since 1920, the farmers have taken a loss of 
more than eighteen billion,” said O. W. Sandberg, director of 
transportation, American Farm Bureau Federation, comparing 
the relative need of agriculture and the railroads. Freight rates, 
he argued, were a large part of distribution costs, and any in- 
crease in distribution costs decreased the receipts of the farmer. 
In support of his contention as to the bearing of freight rates 
on the farmers’ prices, he presented an exhibit purporting to 
show that, “in surplus producing states,” prices received for 
agricultural commodities were always lower than in territories 
of high population density and high consumption. On the same 
day, butter sold for 31 cents a pound in Maine and 23 cents in 
Wisconsin, for instance; wool was 17 cents in Pennsylvania 
and 13 cents in Wisconsin; apples were $1.55 in New York and 
$1.15 in Washington, and so on. 

“No matter what you have, if it is a thousand miles from 
the people who want it, you have to bear the transportation 
cost of getting it to the consuming market,” he declared. 

On the truck question, he said it was not his contention 
that increased rates would mean all the traffic would go to the 
highways. “Only the short-haul traffic is competitive,’ he said. 
“That will go to the trucks if the increase is granted.” 

He gave figures on the use of trucks by railroads, saying 
that, if the railroads were really sincere in their efforts to 
“keep up with” short-haul traffic, they should have -gone into 
trucking in a big way.” He expressed the view that the rail- 
roads “have seen the light,” as indicated by recent tariff publi- 
cations giving pickup and delivery services in connection with 
rail service. 

Charles A. Ewing, president of the National Live Stock 
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Marketing Association; H. M. Conway, director of research, 
and C. A. Stewart, manager, Feeder and Finance Corporation, 
said an increase in rates would tend to destroy the confidence 
of the investing public in the debentures of intermediate credit 
banks rediscounting live stock paper and the securities of credit 
corporations, which were fast becoming a principal source of 
credit for the industry. 


Western State Commissions 


While these and others were presenting their evidence in 
“D,” representatives of the ten western state commissions were 
adding substantially to facts and figures bearing on the farm 
situation in hearing “A.” A large amount of statistical mate- 
rial covering banking conditions, in the agricultural states farm 
mortgages, and other matters was presented by A. G. Black, 
head of the department of agricultural economics, Iowa State 
College, Ames, Ia.; Sherman E. Johnson, professor of agricul- 
tural economics, South Dakota State College, Brookings, S. D.; 
W. E. Grimes, professor of agriculture, Kansas State College, 
Manhattan, Kan.; Rex E. Willard, farm economist, North Da- 
kota Agricultural College, Fargo, N. D.; Dan Kelley, South Da- 
kota commission, and others. 

Professor Willard criticized figures introduced by Fairman 
R. Dick on behalf of the security holders and the railroads as 
not representative of prices received by the farmers. Index fig- 
ures used by Mr. Dick to show how the farmer had fared com- 
pared with other lines of effort were said to be those paid at 
central markets, rather than at the farm, and “reflect the con- 
stant increase of distribution costs.” 

“At no time since the war,” declared Professor Willard, 
“has the farmer been on an economic parity with industry gen- 
erally.” That was true, he said, despite the fact the farmer had 
increased his efficiency in line with that of industry generally. 
Increased efficiency, he said, was at the bottom to a consider- 
able degree, of the farmers’ troubles. In 1928, he said, trans- 
portation represented 15 per cent of the farmers’ costs. In 1931, 
with no increase in freight rates, the transportation charge rep- 
resented 25 per cent of what he received for his products, and 
that would be increased to 29 per cent in the event of a 15 per 
cent increase in rates. He pointed out that a horizontal increase 
placed a greater burden on bulky, heavy commodities than on 
other classes of traffic and that, as a result, the farmer would 
suffer more from allowance of the carrier petition than other 
lines, “further heightening mal-adjustment for the farmer.” 

Mr. Kelley, who was on the stand at the close of the close 
evening session and continued with his testimony the following 
morning, opposed a percentage increase with extensive rate tes- 
timony in which he showed “many sub-normal rates,” insisting 
that the carriers should get such additional revenue as they 
needed by raising such rates, rather than by a general increase 
in all rates. He specifically challenged the views of carrier wit- 
nesses to the effect that the rate structure as a whole was fairly 
consistent and that a percentage increase was the proper method 
of getting additional revenue, in view of that. Not only were 
there many inconsistencies in the present structure, he held, but 
a horizontal increase in all rates would further increase those 
inconsistencies. In particular, he presented the situation of 
South Dakota, insisting that the economic situation there, made 
still worse by drought and grasshoppers, was not such as to 
support an increase in rates. 

To grant the petition of the railroads for a 15 per cent in- 
crease in rates, he insisted, would set the stage for the greatest 
diversion of freight from the railroads they had ever experi- 
enced. The diversion would be to trucks, he said. 


Growers and Canners 


Nearly a dozen witnesses were presented at hearing “C’’ by 
the National Canners’ Association and other state and territorial 
organizations of the canning industry. Uniformly, they held an 
increase in rates was “unthinkable,” or some variation of that, 
and just as uniformly insisted that there would be a wholesale 
diversion of traffic to the trucks in the event of an increase. 
The testimony of F. L. Thomas, traffic manager, Wisconsin Can- 
ners’ Association, might be regarded as typical. 

“Any increase in rail rates will mean further increases in 
movement via truck and water routes and a further decrease on 
rail revenues,” he said. “This tonnage will be lost to the rail 
lines forever.” In part, as he presented the matter, revenue 
which the carriers would lose as a result of increased rates 
would come from a diminution in the volume of shipments, as 
well as diversion to competitive agencies. Freight rates were a 
dominating factor in the extension of the distribution territory 
of any canner, and high freight rates would further localize the 
industry, he said. 

Among other things, he testified there were 70 canning fac- 
tories within 160 miles of Chicago, all of which could move their 
Chicago shipments over concrete roads for the entire distance, 
at a substantial saving “if full column 35 rates take effect and 
a 15 per cent increase is added to that.” Specifically, he as- 
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serted that one canner located 65 miles from Chicago, who 
shipped from three to four million pounds a year there, had told 
him that all of his shipments would be trucked if the increase 
requested were granted. 

Pig Iron 

Testimony which, he said, was intended to offset that of 
Birmingham pig iron producers was presented by G. H. Staat, 
of the Interlake Iron Corporation, on behalf of northern blast 
furnaces and coke producers. He offered evidence to show that 
a full 15 per cent increase in rates on inbound and outbound 
shipments of the northern and southern furnaces would, in the 
aggregate, increase the costs of the southern producers less 
than that of the northern producers. The southern furnaces, 
he said, has asked that their rates be increased something less 
than the full 15 per cent. The figures showed, he held, that 
Birmingham would suffer practically no increase on inbound 
materials, as they were obtained close at hand, while the north- 
ern producers, far from their raw materials, would have heavy 
increases on both classes of shipments. 

Purely “as a personal view,” he expressed the opinion that 
the carriers should be allowed some increase in rates. 

J. B. Keeler, assistant traffic manager, Koppers Company, 
Pittsburgh, gave similar testimony with respect to pig iron and 
specifically asked that, if anthracite coal was exempted from 
an increase, the inbound coal and outbound shipments of coke 
of his company be excepted, as coke was sold in competition 
with anthracite coal. He was taking no stand either for or 
against an increase, he said. If an increase was granted, how- 
ever, he favored a percentage increase rather than a flat raise 
or a per car charge. “We believe that if more revenue is needed 
it should be borne by all in proportion to the service rendered,” 
he explained. 

Coal 


A long list of witnesses on behalf of coal producers and 
retailers presented varying degrees of opposition to the pro- 
posed increase. Retailers expressed their opposition unquali- 
fiedly and in positive terms. Producers, while, on the whole, 
hardly less emphatic as to the ability of the industry to stand 
increased freight rates, were a little more inclined to remarks 
about the common interests of the railroads and the coal indus- 
try and to a sympathetic attitude on the question of increased 
revenue for the railroads. If rail rates were advanced, it was 
generally asserted, the result in a short time would be that 
revenue derived from coal would be less than at present, rather 
than greater, due either to inroads from other fuels, on which 
the railroads obtain no haul, or to other forms of transportation. 
With few exceptions, all talked of trucks. 

“We have only the friendliest relations with the carriers 
that serve our field,” said H. L. Richardson, representing the 
Western Kentucky Coal Bureau. “We oppose the increase with 
the greatest reluctance. Our interests are inseparably bound 
with the welfare of the railroads, but the condition of the indus- 
try is such that I believe the increase will result in reduced 
revenue.” 

Under present rates, he continued, western Kentucky mines 
had been losing business steadily to coal substitutes. Many 
mines had closed. 

“The steady loss with which we have been confronted for 
the last few years cannot but be accelerated,” he warned, “by 
an increase in freight rates. The entire coal industry is suffer- 
rl only from depression but from the substitution of other 
uels.” 

He said it had been estimated that, in the last decade, coal 
substitutes had displaced 300 million tons of coal annually. 
Kentucky mines, according to the witness, had suffered more 
than the industry as a whole, because a large part of its market 
was in the south and Mississippi Valley, where the substitution 
of natural gas and oil had been great. 

Robert May, of the Northern Illinois Coal Corporation, tes- 
tified that there was a movement of 300 tons a day by truck 
from his mine. 

Wesley Keller, executive secretary, Northwest Retail Coal 
Dealers’ Association, after pointing out the enormous revenue 
received from coal by the railroads, said: “The carriers cannot 
continue unless they join hands with the coal interests to meet 
competition from natural gas.” That competition, he said, was 
not a “shadow”; it was here. Not only did it and the trucks 
stand in the way of the carriers getting the increase in revenue 
from the proposed increase, so far as the coal industry was 
concerned, he went on, but there would be a tendency on the 
part of consumers to substitute inferior, low-grade fuels, on 
which the railroads got little or no haul. 


Sugar 


The competitive situation between rail and water shipments 
of sugar was stressed by two representatives of the sugar in- 
dustry, J. G. Breslin, representing the California and Hawaiian 
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Sugar Refiners’ Corporation and other California refiners, and 
Vv. K. Raymond, National Sugar Refineries, New York. Sub- 
stantial losses to the water routes were predicted in the event 
rail rates were increased. 


End Reached September 5 


The hearing was concluded late September 5, the four ses- 
sions for receipt of shipper testimony running until noon. In 
the afternoon they were consolidated for the receipt of rebuttal 
testimony by the carriers. 

Witnesses appearing for agricultural interests continued to 
be heard in hearing “D,” as well as in some of the other ses- 
sions; a number of representatives of Wisconsin interests were 
presented at hearing “A,” by Philip Porter, commerce attorney; 
St. Paul representatives presented by Mr. Mueller carried over 
from the preceding day at hearing “B,” and were followed by 
L. E. Luth, traffic bureau of the Association of Commerce, 
Winona, Wis., and Frank B. Townsend, representing Minneapolis 
interests, while, in hearing “C,’ George M. Cummins, traffic 
commissioner, Davenport (Ia.) Association of Commerce, Arthur 
Holt, Illinois Department of Agriculture, and a number of others 
presented testimony covering a miscellany of commodities and 
interests, including furniture, agriculture, excelsior, etc. 


Fruits and Vegetables 


Speaking for the fresh fruit and vegetable industry, E. S. 
Briggs, manager, American Fruit and Vegetable Shippers’ Asso- 
ciation, pointed out that that industry was the outstanding ex- 
ample of one that had continued to supply the railroads with 
a normal volume of tonnage. The movement for the current 
season, he said, would exceed that of the preceding one. Though 
the petition for increased rates was based on a falling off in 
tonnage, he said, the fruit and vegetable shipper had not con- 
tributed to that. However, along with other industries, he said, 
the fruit and vegetable shipper was not in position to stand 
an increase in rates. Despite continuation of volume in ship- 
ments, their value had dropped materially. In 1930, the value 
of fruits and vegetables was approximately 300 million dollars 
under their value in 1929, he pointed out. Illustrating that, he 
testified that, in the 1931 season, the Imperial Valley cantaloupe 
producer had a net loss of 1% million dollars on his shipments, 
while the railroads collected a total of about ten million dollars 
on those same shipments for freight rates and refrigerator 
services. On many products, a 15 per cent increase would mean 
$100 a car on shipments from the Pacific coast, he said. Based 
on carrier figures as to the movement into the principal mar- 
kets, coupled with reports as to the length of haul on truck 
shipments, he estimated that 43 per cent, or 338,751 cars, “will 
be thrown open absolutely to truck competition,” in the event 
the freight rate increase is allowed. He said he had discussed 
the matter with shippers throughout the central west and in 
other territories and that they were all agreed that they would 
be “forced to work with the truck.” Prices received by the fruit 
and vegetable shipper had been going down, he explained, and 
he was forced to economize. 


Williamson for All Shippers 


The concluding witness at hearing “A” was E. E. William- 
son, of New York, who appeared in behalf of all shippers, in 
accord with arrangements made at the first Washington hear- 
ing, as well as specifically for the Andrews Steel Company and 
certain other interests. He presented a large exhibit covering 
operating and finance statistics of the carriers. In his testi- 
mony he emphasized a number of points intended to show that 
carrier efficiency was not all it should be and, in particular, that 
freight transportation was bearing the burden of a deficit cre- 
ated by railroad passenger services. 

“Before the carriers increase freight rates 15 per cent,” he 
asserted, “they should look into some way of reducing passenger 
expenses.” He advocated a large reduction in passenger serv- 
ices, and that what remained should be pooled. By taking off a 
large part of their passenger services, which, taken as a whole, 
he said, were unprofitable, the carriers would increase their 
plant for freight operation substantially, without any capital 
outlay. That would have the double effect, as he presented it, 
of making their need for capital less urgent, and at the same 
time increasing their net operating income. 

A feature of his testimony was an analysis of an exhibit 
introduced at the Washington hearing by Mr. Dick. Mr. Dick 
had shown that, over a period of years, the proportion of total 
revenues going to make up the rail “net” had shown a steady 
decline. Mr. Williamson said the declining proportion of the 
total going to net income was a result of increased taxation 
(largely attributable to the income tax), compensation (wages), 
and hire of equipment and joint facility rents. 

He also advocated some form of pooling in the handling of 
empty freight cars, pointing out that there had been an increase 
of 10 1-3 billion empty car miles a year in the period covered, 


The Traffic World 


Vol. XLVIII, No. 11 


which, he said, was “pretty expensive for the carriers to sup- 
port.” 
Parmelee Rebuttal Testimony 


Some indication of the importance the motor truck and pos- 
sible diversion of freight from rails to highways had played in 
the testimony was given by the fact that the rebuttal testimony 
presented by Dr. Julius H. Parmelee, head of the Bureau of 
Railway Economics, was almost exclusively confined to treat- 
ment of that. On cross-examination he summarized, to some 
extent, the competitive situation between rails and water routes, 
but that was only in response to questions. 

Assuming that, otherwise, the railroads would get the full 
benefit of a 15 per cent increase in rates, Dr. Parmelee testified, 
it would be necessary for the truck to divert 27 billion ton-miles 
a year from the railroads to prevent them from getting any 
benefit from the increase. Before that would be possible, he 
estimated, basing his computations on figures as to average 
capacity and other matters compiled by the National Automo- 
bile Chamber of Commerce, there would have to be built 5,680,000 
new trucks, at an investment in trucks alone of 17 billion dol- 
lars. In addition, he said, there would have to be large additions 
to present garage, terminal, and repair shop facilities, and the 
public would have to put other billions into extensions and 
refinements of the highway system. There would also have to 
be 5,680,000 truck drivers added to the motor transport payroll, 
to say nothing of an army of relief drivers and others neces- 
sary to back them up. 

At one point, Commissioner Meyer interrupted the witness 
to suggest that a question to which counsel might direct them- 
selves on brief and in oral argument was as to whether the 
real problem was how much it was physically possible for the 
truck to take away from the railroads, or how could the rail- 
roads make their service so attractive that the trucks could not 
get the tonnage from them. 

In response to questions about waterway competition, Dr. 
Parmelee said it had been shown that intercoastal traffic reached 
its peak in 1924 and had been decreasing for the last five years. 
Inland waterways, he said, had averaged less than nine billion 
ton-miles annually in recent years, which included a large 
amount of sand and gravel and other material used in river im- 
provement, as well as rafted logs—none of which was competi- 
tive between the railroads and the waterways. 

“Inland waterways would have to double and triple their 
present tonnage to make any appreciable inroads on rail traffic,” 
he declared. 

As to the Great Lakes, he said, a large part of the move- 
ment on them was in conjunction with rail service, indicating 
that, in his opinion, increased movement there would not seri- 
ously affect rail revenues. 


David Friday 


Dr. David Friday, economist, another of the rebuttal wit- 
nesses, testified that, in his opinion, an increase in rates would 
not affect industrial or agricultural production. A survey of the 
past, he said, gave no indication of any substantial decline in 
production following drastic rate increases. On the contrary, he 
said, if an increase tended to revive prosperity, which he thought 
it would, both industry and the farmer would be benefited. He 
pointed out that annual retail sales in 1929 amounted to more 
than 50 billion dollars, and that the total increase in freight 
rates proposed would mean less than one per cent of retail 
prices. 

One of the first effects of granting the increase, he said, 
would be a stimulation of the price of railroad bonds. That, in 
turn, would have a beneficial effect on the general business 
situation. 

Railroad Passenger Service 


Two witnesses were put on in reply to critics of rail pas- 
senger service. They were C. A. Fox, chairman of the Central 
Passenger Association, and Thomas Thompson, chairman of the 
Western Passenger Association. Briefly, they outlined the rail 
policy as to passenger service and introduced figures showing 
the extent to which it had been curtailed in recent years. The 
opinion among the critics seemed to be that the railroads had 
increased their passenger service, they said, while there had, in 
fact, been large reductions. Luxurious, through services, it was 
pointed out, had been increased, but that class of service was 
by far the most profitable the railroads had left. 


More Witnesses 


Among others who appeared the last two days of the hear- 
ing were the following: J. L. Behrens, traffic manager, Muscatine 
Shippers’ Association; W. H. Settle, Indiana Farm Bureau Fed- 
eration; C. E. Hurst, lowa Farm Bureau Federation; C. E. Huff, 
president, Farmers’ National Grain Corporation; C. R. White, 
president, New York State Farm Bureau; C. O. Bliss, Colorado 
Farm Bureau; Henry Wieland, Beloit, Wis.; Clifford Huppert, 
secretary, Wisconsin Farm Bureau Federation; Knute Espe, 











September 12, 1931 





The Traffic World PAGE 573 
< “3 = 





ae S a AES ; es be ‘ 





- ' ” > 
er we: 4 “4 ey 
x Bes. 
) ames ae 
s 


SHIP TA 
















Every approved floating 
and pier facility is avail- 
able for inbound and out- 
bound consignments via 


Erie at New York. 


Upper picture—Transshipping operations at 
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Middle picture—Erie maintains a large fleet 
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Lower picture—Erie covered barges await 
loading in New York Harbor. 
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Iowa Live Stock Producers’ Association; C. O. Dawson, repre- 
senting Iowa packers; C. C. Crouse, Iowa commission; W. F. 
Ehmann, Wisconsin commission; Mare C. Hutchinson, first vice- 
president, National Canners’ Association; Frank Gerber, F're- 
mont, Mich., canner; F. J. Gruman, Chicago, National Tea Com- 
pany; Howard Leonard, Eureka, Ill., farmer; E. H. Perkins, 
Hoopeston, Ill., farmer; N. D. Sullens, president, St. Louis Coal 
Educational Bureau; John Maher, representing Minneapolis coal 
dealers; C. P. Hoy, Belleville, Ill., coal producers; A. E, Lee, pres- 
ident, Springfield, Ill., Coal Traffic Association; J. E. Chandler, 
C. Reiss Coal Company; George I. Mathey, Oak Park, IIl., retail 
coal dealer; H. F. Sundberg, representing Cedar Rapids, Ia., con- 
sumers of coal; Harrold Hedges, college of agriculture, Univers- 
ity of Nebraska; S. L. Foote, manager, Madison (Wis.) Traffic 
Bureau! Oscar Mayer, Madison, packer; J. R. Davy, Sheboygan 
Association of Commerce; A. E. Bocher, Hamilton Manufactur- 
ing Company, Two Rivers, Wis.; L. P. Chase, Kohler Company, 
Kohler, Wis.; L. C. Westbrook, traffic manager, Griggs Cooper 
and Company, St. Paul; W. F. Gall, traffic manager, Finch, Van 
Slyck and McConville, St. Paul; Allen Connel, traffic manager, 
Waldorf Paper Products Company, St. Paul; W. R. Warnica, 
Kansas commission; G. C. Lampert, secretary, Farmers’ Union 
Terminal Association, St. Paul; C. C. Talbot, Jamestown, N. D.; 
F. W. Ellis, vice-president, Armour and Company; Frank F. 
Collins, secretary, National Broom Manufacturers’ Association; 
Oscar T. Merkle, president, Merkle Broom Company; W. A. 
Knight, National Broom Manufacturers’ Association; Harry C. 
Ames, Manufacturing Chemists’ Association; Edward S, DePass, 
traffic director, Evaporated Milk Association; L. F. Orr, traffic 
manager, Pet Milk Company; O. W. Tong, Minnesota Canners’ 
Association and Northeyn Potajo Traffic ‘Association; Paul 
M. Ripley, traffic manager, American Sugar Refining Company; 
George R. Sweeney, traffic manager, Live Poultry Shippers’ 
Association; A. J. Koehneke, American Excelsior Corporation; 
F. T. Winters, United States Potash Company; Henry E. Ros- 
now, farmer, Oconomowoc, Wis.; Robin Hood, secretary, 
National Cooperative Council (farm organization); E. F. Mor- 
gan, accountant, Washington, D. C. (copper); Frank W. Potts, 
Eagle-Picher Lead Company; W, F. Tschapeat, traffic manager, 
Federated Metals Corporation. 


EX PARTE 103 BRIEFS 


Secretary McGinty, of the Commission, has notified the 
parties appearing of record in Ex Parte No. 103, in the matter 
of proposed increases in freight rates and charges, that all 
briefs must be printed. A list of the parties appearing in the 
case has been sent out by the secretary. He said it was as- 
sumed that the carriers would serve their briefs on all parties 
without request. The briefs are due September 18 and oral 
argument will begin in Washington, September 21. 





MOTOR TRANSPORT DIVISION 


The American Railway Association, motor transport divi- 
sion, announces that, owing to prevailing economic conditions, 
necessitating the curtailment of expenses, the general committee 
has decided to cancel the 1931 annual session of the division. 
The officers and members of the general committee, however, 
it is stated, will keep in close touch with the affairs of the divi- 
sion, through the regional chairmen of the motor coach, motor 
truck, and rail-motor car sections and be prepared to call a 
member road meeting, or such committee meetings as may seem 
necessary, at such time in the future as conditions require. 





EXPRESS PACKAGES BY BUS 


Carrying of express packages not exceeding 50 pounds in 
weight will be permitted by passenger busses operated in Lou- 
isiana, according to a decision of the Louisiana Public Service 
Commission in an ex parte case brought by the Teche Lines, 
Ine. The bus line had asked for permission to carry bundles 
of newspapers, express, and perishables up to 100 pound bun- 
dles in order to serve communities not adequately served by 
rail carriers. The commission indicated its willingness to order 
the 50 pound limit as a revision of rule 7 of its regulations, 
but held the 100 pound limit might interfere with passenger 
accommodation. The revision will probably greatly accommo- 
date afternoon newspapers. 

The commission, September 8, authorized the Chicago, Rock 
Island & Pacific to reverse its operation of trains between 
Alexandria and Eunice, La., the carrier’s application being based 
on greater economy to be derived. Assurance was given that 
employment would not be reduced by the change. 





THREE-FARE PASSENGER PLAN 
The Santa Fe has indicated its intention of extending the 
expiration date of its three-fare plan on transcontinental travel 
from October 31, 1931, to April 30, 1932. It is presumed that 
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the other lines reaching California terminals, now carrying the 
three-fare basis, will follow the Santa Fe in extension of time. 
The plan provides for three levels of rates on transcontinental 
service, as illustrated by the standard fare of $79.84, applicable 
between Chicago and California in connection with standard 
Pullman service, an intermediate fare of $65 good only in 
“tourist” sleepers, and a rate of $40, tickets good only in chair 
cars. The rates are scaled back for intermediate distances, 
giving a rate on the lowest basis of $32.50 between Kansas City 
and California and of $25 between Denver and California. 

The three levels of rates were first placed in effect January 
1, for an “experimental” period of six months. At that time 
the chair-car rate was $50 between Chicago and California. The 
tariffs were later extended to October 31, reducing the lowest 
rate to the present level, but with no other changes. W. J. 
Black, pasasenger traffic manager of the Santa Fe, who is said 
to have been responsible for adoption of the three levels of 
rates by the California lines, has been quoted as saying that, in 
his opinion, the three classes have come to stay, so far as trans- 
continental travel is concerned. In connection with the latest 
announcement by the Santa Fe, it was said that Mr, Black’s 
judgment is being vindicated daily by new business obtained 
under the lower rates. 


BRITISH PICK-UP AND DELIVERY 

As a further sign of the increasing coordination between 
the railway and road sections of individual British railroads, the 
Southern Railway Company has recently announced a railhead 
distribution scheme, which provides for the collection and deliv- 
ery of all descriptions of freight, according to a report received 
in the Department of Commerce from its London office. 

“Under the scheme,” says the department, “the trader can 
send his merchandise in full truck loads by express freight 
trains at low rates and at their destination have them stored for 
short or long periods and delivered to local customers by rail- 
way motor trucks as the sender instructs. 

“The advantages of such a plan, whereby a consignment in 
bulk can be split up at the termination of the journey into 
various packages for a number of consignees is obvious. This 
delivery in small lots is available within a 10-mile radius of 
selected stations and is applicable for every type of freight. 
A small extra charge is made in the case of coal, coke, bricks 
and materials requiring extra handling. 

“The use of the ‘container system’ plays a necessarily large 
part in such a scheme of distribution. The Southern Railway 
has at the present time five types of container with carrying 
capacities varying from 2% to 4 tons and a commensurate 
equipment of hoists and cranes to handle these containers. 
Once a container has been loaded by the trader, it is brought 
into the station on the railway company’s specially fitted motor 
truck and is then transferred by derrick in one operation to the 
railway truck, where it is readily fastened down for any length 
of journey. At the receiving station it is craned on to another 
road vehicle and delivery is effected immediately, the contents 
remaining undisturbed from the time of stowage to the moment 
the container is opened by the consignee.” 





MEETING COMPETITION ON COTTON 


Southwestern rail carriers, in No. 17000, part 3, cotton, have 
petitioned the Commission for relief from orders to permit meet- 
ing of truck ard barge competition to New Orleans, La. The 
portions of the orders as to which modification is asked, ac- 
cording to the petitioners, prescribe an inflexible relationship 
in the rates to New Orleans and Mobile and prevent the making 
of any competitive rates to the former point without similar 
reductions in the rates to Mobile. 

The states of Louisiana and Arkansas, it is pointed out, are 
honeycombed with streams capable of being used by barge 
companies. The Black, Red, Atchafalya and Ouachita rivers 
are a few of these, according to the petition, and within the 
comparatively recent past unregulated barge lines have begun 
to transport cotton from interior and adjacent origins on these 
streams. Improved highways also are being used to an ever 
increasing extent by motor trucking companies in the move- 
ment of cotton to New Orleans, it is averred. 

Attention is directed to the fact that the southwestern lines 
heretofore obtained modification of the orders in this proceed- 
ing so as to permit the making of reduced rates to the Texas 
ports without corresponding reductions in the levels to Mobile, 
and that Mississippi Valley carriers obtained similar relief. The 
relief now sought does not differ from that accorded in the 
previous reports and petitioners say they have no objection to 
imposition of restrictions in this instance the same as were 
imposed when relief was granted in the other instances. The 
grants of relief were made in 174 I. C. C. 9 and 176 I. C. C. 249, 
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COMES IN 


HROUGHOUT the world those who follow the sea 

recognize the Port of Norfolk as “The World's Greatest 
Natural Harbor.” Throughout the United States traffic man- 
agers have found that one of the greatest taxes on foreign 
freight, measured in cost, time and damage to merchandise, 
is the transfer between ship and rail. 


At Lambert Point (Norfolk, Va.) the Norfolk and Western 
Railway owns five modern merchandise piers capable of dock- 
ing twenty-three cargo vessels. In the slips are thirty-five feet 
of water, providing dockage for any merchantman afloat. Nor- 
folk and Western rails enter the transit sheds where both load- 
ing and discharging--direct from car to ship and vice-versa--are 
weather protected. Thus the railway is enabled by rail to re- 
ceive from or deliver to every rail terminal in the harbor at 
which ships load or discharge and without the use of lighters. 


The railway’s enormous warehouses at the Port of Norfolk 
have large sections under both temperature and humidity con- 
trol. There is continuous shelter for freight from pier to storage 
--and every modern freight handling device including a fleet 
of gas and electric tractors, portable cranes, escalators, piling 
machinery and trucks designed for varied uses. 


Added to the foregoing facilities are the Norfolk and 
Western Railway's traffic and operating staffs, both ever 
mindful that efficiency and economy are primary factors 
“when your ship comes in”... . or leaves. 


Norfolk and Western Freight Traffic Department representatives, 
at points shown below are at your service. 


New York | Norfolk Chicago 


Cincinnati San Francisco 


AND WESTERN RAILWAY 
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NEW RIVER TOWBOAT 


With a pulling capacity of 10,000 tons upstream at a speed 
of more than four miles an hour, the new towboat of the Inland 
Waterways Corporation, the Herbert Hoover, has been put in 
service. The boat cost $500,000 and is said to be the most 
powerful towboat which has been constructed thus far, being 
equipped with two 1,100-horsepower McIntosh and Seymour 
Diesel engines. 

The boat was built at Dubuque, Ia., and stopped August 5, 
on its maiden voyage to New Orleans, with three barges of 
grain and other merchandise, a light cargo of about 3,000 tons. 

The craft is 226 feet in length and has a width of 43.5 feet. 
With 150 tons of fuel oil and a full cargo it draws seven feet 
of water. The machinery pit amidships is fifty-eight feet long 





and thirty-three feet wide, with two motors, each weighing 100 
tons. The four-bladed propellers are eight feet long. These 
take the place of the old paddle-wheels. 

Two motor-operated levers, instead of a big wheel, in the 
pilothouse, control the rudders, two forward and two abaft the 
propellers. 

There are three decks. On the main deck are the cabin, 
messrooms and pantry, and living quarters for the deckhands, 
The quarters of the officers are on the third deck. Living quar- 
ters are provided on the second deck. The crew consists of 
thirty-three officers and men. Capt. George O. Rogers is in com- 


mand of the boat. ; 
The river distance between St. Louis and New Orleans is 


approximately 1,240 miles. 


IMPROVEMENT OF WATERWAYS 


The War Department has announced allotment of $20,000 
for examinations, surveys and contingencies in the Savannah 


district, Ga. 


NEW BARGE-RAIL RATES 


President L. Wade Childress, of the Mississippi Barge Line 
Company, announces that combination rail-water rates allowed 
by a recent ruling of the Commission will become effective 
October 2. The combination rates will cover the whole Mis- 
sissippi Valley and even points beyond, and, according to Mr. 
Childress, will vary from ten to twenty per cent under the rail 
rates, in accordance with the type of service rendered. 

The company operates barges on the Ohio and Mississippi 
rivers. The main route is between Cincinnati and New Orleans. 
Barges to and from St. Louis are exchanged with the Cincinnati- 
New Orleans towboats at Cairo, IIl. 

“Since establishment of the barge line about a year ago,” 
said Mr. Childress, “we have been able to operate between 
points in Illinois, Indiana, Ohio, Michigan, Pennsylvania, West 
Virginia and Tennessee, and New Orleans, reaching a few points 
in southern Louisiana and Texas, This territory now has been 
extended both as to origin and destination, so we are in position 
to offer to shippers a comprehensive transportation service 
throughout a large section of the United States.” 


COAL AND ORE BARGE SERVICE 


Establishment of a coal carrying service by the government 
barge line between St. Louis, Mo., and St. Paul, Minn., on the 
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upper Mississippi River, was announced by Major General Ash- 
burn, chairman of the board of the Inland Waterways Corpora- 
tion, September 10. It is planned to use the coal barges for 
downstream movements of iron ore. 

“This service,” said a statement issued by the War De- 
partment, “has been made possible through the effective co- 
operation of the corporation, the city of St. Paul, the O’Gara 
Coal Company of Illinois, and the Kavanaugh Coal Company 
of St. Louis. 

“Two barges a week, loaded to the capacity of the upper 
Mississippi, 800 to 1,000 tons, will be sent north during the re- 
mainer of the season. The first barges have already left St. 
Louis, and St. Paul is planning a monster demonstration of wel- 
come, headed by the mayor and the public utilities commission. 

“The purpose of this arrangement is to demonstrate to coal 
dealers the economic justification for them to construct their 
own fleets of barges and to transport coal via the Ohio and 
upper Mississippi; as the corporation itself has not sufficient 
equipment to carry more than a modicum of coal necessary. 

“A corollary of this development will be the movement of 
iron ore down stream, as soon as joint rail-water rates can be 
arranged.” 


OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


Another discouraging week has passed for the full cargo 
trades and its end finds inquiry in almost all divisions at a 
minimum. Rates are accordingly at the low. Following the 
consummation of the Farm Board’s wheat-coffee trade with 
Brazil, there has been no confirmed report of fixtures of wheat 
cargoes to Brazil, though there have been several rumors. Ton- 
nage offering in this direction is on the basis of about 13s per 
ton, with the indication that a slghtly lower rate could be 
obtained on firm business. 

Another possibility of business for grain carriers lies in the 
reported sale of 450,000 tons of American wheat to China, which 
should make about 61 cargoes of 280,000 bushels each. Only 
three fixtures, none of them important, were consummated in 
the past week. One was from New York to the Mediterranean 
with option of Norfolk loading, one from Montreal to Antwerp- 
Rotterdam, and the third from the Gulf to Pirzus. 

Business for coal carriers to west Italy and the Adriatic 
is available for September-October loading and an inquiry has 
appeared for monthly shipments in this direction from No- 
vember to May, rates being indicated as on the basis of $1.90 
to $2. One South American fixture was reported, as well as 
an inquiry for a boat to Rio de Janeiro for late September. 

No inquiry for trans-Atlantic sugar cargoes has made its 
appearance on this side, although London reports some business 
available. The lumber, West Indies time and the general char- 
ter trades are without features and the tankers’ market has 
also remained quiet in the last few days. 

Minimum rates on lumber from the north Pacific range to 
Europe have been adopted by the Pacific Coast-Europe Con- 
ference, effective October 1, as follows: London, Liverpool, 
Antwerp, Hamburg, Bremen and Rotterdam, 42s 6d; Hull, Avon- 
mouth, Glasgow and Manchester, 45s; Newcastle, Leith, Mid- 
dlesborough, Dublin and Belfast, 47s 6d; Havre and Dunkirk, 
50s; Bordeaux, 55s; Copenhagen, 60s; Gothenburg and Oslo, 
70s; Barcelona, Marseilles, Genoa, Leghorn and Naples, 75s; 
Venice and Trieste, 77s 94; Malmo and Stockholm, 80s. The 
rates had been open for some time past. Closed rates were 
adopted about a year ago, but were abandoned after a short 
trial. 

With all available space taken for cotton on vessels sailing 
from Gulf ports to Japan in September and October, rates have 
shown an upward tendency, it is reported. A rate of at least 
35 cents basis for tramp vessels is predicted. The Gulf-Med- 
terranean rate of 35 cents was recently extended to December 
31. Shipments to Europe have been light of late, 

The Munson Line has advanced the rate on coffee from 
Santos and Rio de Janeiro to New York from 25 cents a bag 
to 35 cents. It is understood that other lines have followed the 
advance and that the rate to New Orleans will be maintained 
at the same level. 

With the arrival in New York of Sir Frederick Lewis, chair- 
man of the Furness, Withy British shipping interests, it is be- 
lieved that negotiations may be opened which will restore peace 
in the: Far East trade out of Atlantic Coast ports, which has 
been badly demoralized during the past few months as a result 
of differences between the various lines and their refusal to 
work in harmony with respect to freight rates. 

Sir Frederick is vitally interested in seeing peace restored 
to the trade, as one of the strong units, the Furness-Prince Line, 
in the organization he heads has been affected, along with other 
companies, by the prolonged dispute in the trade. 

An idea of the demoralized state of the Far East trade can 
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DEPENDABLE FOR EIGHTY YEARS 


Our Service 
HAS TO BE GOOD 


Louisiana produced a bumper strawberry crop this year. 
Illinois produced an equally abundant peach crop. 


The Illinois Central System by efficient trans- 
portation service played an important part 
in the marketing of these great crops— 
more than 8000 carloads in 14 weeks. 


. again demonstrating that the Illinois 
Central System is able to accomplish the 
“extraordinary” in the ordinary routine. 


And proving 

... that with the adequate facilities and expedited service 
to meet the exacting demands of such peak movements 
of highly perishable commodities the Illinois Central 
System is able to handle all kinds of freight shipments 
swiftly, safely and surely. 


ASK ABOUT OUR SERVICE BUREAU—Every shipper should be familiar 
with the unusual facilities of our Service Bureau. Let us tell you about them. 


Ship via | : 
ILLINOIS CENTRAL SYSTEM 
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be realized by the fact that rates on general cargo, which were 
$20 when all of the lines were working in harmony, are now 
down to $4 a ton. Rates on steel, which formerly were $8, are 
now $3.50; cotton piece goods, formerly $20, now $4; dangerous 
cargo formerly $50, now $10; machinery formerly $16, now $4. 

The conference which governs the rates in the Far East trade 
nearly broke up last February when a number of the member lines 
grew impatient over the organization’s failure to cope with rate 
cutting practices of independent carriers and served notice of 
their intention to withdraw. May 7 was set as the date the 
resignations were to become effective, but when that date ar- 
rived seven of the twelve lines remained in the conference. 

Of the five that refused to reconsider their resignations, four 
were British, but it is understood that their continued refusal 
to rejoin the rate-making organization is due entirely to different 
circumstances than those which resulted in their resignations. 
The latest controversy is said to be between two of the four 
British Lines—Ellerman-Bucknall and Kerr (Silver)—with the 
former insisting that it never will rejoin the Far East Con- 
ference until the latter withdraws from the Indian trade, an en- 
tirely different service which has no bearing on the problems 
of the Far East group as a whole. 

The Kerr interests maintain they have a right to remain in 
the Indian trade. Shipping men are hopeful that Sir Frederick 
may have a plan which will satisfy the two warring factions. 

Sir Frederick, who arrived on the Acquitania, is expected 
to leave for home again about the end of this week. As a result 
of the depression, he said, between 10 and 15 per cent of British 
shipping is laid up in home ports. He said he believed the 
British Cabinet reorganization to be the precursor of better 
times, but added, that when business improvement does come 
shipping will probably be the last to feel it. He said his com- 
pany was not interested in the White Star Line, as has been 
intimated, and certainly would never buy the line. As to the 
Far East Conference, he said he might possibly attend a session 
of that group while here, but had no definite plans in that re- 
spect. The Bermuda passenger service of the line, he said, has 
held up well, but the same could not be said of other trades 
served by his company. 

A decidedly optimistic note prevails in General Steamship 
Corporation’s report on Pacific Coast freight market activities 
for the last month. In volume of chartering accomplished it 
proved to be the outstanding month of the year, though rates 
did not advance to any great extent, due to the large volume of 
tonnage in the market. Following sales of about a quarter of a 
million tons of Pacific Coast wheat to China tonnage was imme- 
diately taken to cover the sales and the current month finds this 
business closed and demand virtually at a standstill in this di- 
rection. Rates were between $3 and $3.25 a short ton, depending 
on position and terms of charter party. Shippers are now 
awaiting the outcome of the reported deal with the Chinese gov- 
ernment for the sale of 450,000 tons of wheat. The U. K.-Conti- 
nent grain trade saw practically no full cargo business accom- 
plished and liner rates dropped except at the close of the month 
which found regular liners holding for and in most instances 
securing between 15s and 17s 6d. 

In the lumber trade from the Pacific Coast, China-Japan ap- 
pears to offer the best possibilities for future business. Two 
fixtures of cargoes of ties for Chinese outports were reported 
on the basis of $6 to $6.50 for October-November loading and 
there is some inquiry for lumber to Shanghai at about $6. In 
other directions there is little full cargo business in sight. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 15 
of the shipping act of 1916 were approved by the Shipping Board 
September 9: 


Luckenbach Steamship Company, Inc., with Silver Line Limited: 
An arrangement for through movement of lubricating oil and grease, 
wax and asphalt from Luckenbach’s Pacific Coast ports of call to 
Karachi and Bombay, India. The through rate agreed upon is to be 
divided 50 per cent to each carrier. Cost of transhipment at New 
York to be absorbed by Luckenbach and Silver Line equally. 

Gulf-West Mediterranean Line with Nervion Line: Agreement 
providing for spacing and alternation of sailings from Galveston and 
Houston to Spanish Mediterranean ports until March 31, 1932, each 
party to have two sailings per month. Shoyld conditions warrant, 
either party may maintain additional sailings, but only upon written 
consent of the other party. Except as to the period covered, this 
agreement is identical with one between the same parties approved 
by the board August 13, 1930, which terminated March 31, 1931. 

North German Lloyd with Dollar Steamship Lines, Inc., Ltd.: 
Memorandum of through billing agreement covering shipments from 
Hamburg, Bremen and Antwerp to Honolulu. Through rates to be 
combinations of conference rates from Europe to Los Angeles Harbor 
and the rates from Los Angeles Harbor to Honolulu shown in effec- 
tive tariff of the Los Angeles Steamship Company (not a party to 
the agreement). The North German Lloyd is to recéive the rate 
applying to Los Angeles Harbor and the Dollar Lines to receive the 
rate from Los Angeles Harbor to Honolulu, North German Lloyd to 
make delivery to the Dollar pier at Los Angeles Harbor and all tran- 
shipment expenses to be paid and absorbed by the carriers in equal 
proportion. 
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Quaker Line with North German Lloyd: Through billing agree- 
ment covering shipments from Quaker Line’s Pacific Coast ports of 
call to North German Lloyd’s West Coast South America, East Coast 
Central America and West Indies ports of call. Through rates are 
to be the rates established by the several Pacific Coast conferences 
governing West Coast South America traffic and Caribbean ports 
traffic. Arbitraries, as shown in conference tariff correction, forming 
part of the agreement, will be assessed on shipments to named Chilian 
ports. On traffic to the East Coast of Central America (Puerto 
Limon), Quaker Line is to receive 60 per cent of the through rates; 
to ports north of and including Callao 65 per cent; to all ports south 
of Callao 50 per cent and to the West Indies 60 per cent, the remain- 
ing percentages accruing to the North German Lloyd. Transhipment 
charges at Cristobal, Canal Zone, are to be divided on the same basis. 

Nelson Steamship Company with Baltimore Mail Steamship Com- 
pany: Agreement covering traffic originating at or destined to United 
States Pacific Coast ports and Hamburg, transhipped at Baltimore or 
Norfolk. Through rates are to be the direct line’s rates, which, to- 
gether with cost of transfer, are to be divided 50 per cent to each 
carrier. 

Gulf Pacific Redwood Line with Blue Funnel Line, Osaka Shosen 
Kaisha, States Steamship Company and Tacoma Oriental Steamship 
Company: An arrangement for through movement of and apportion- 
ment of earnings on shipments from Gulf ports to the Orient, tran- 
shipped at Los Angeles Harbor, San Francisco, Portland, Tacoma or 
Seattle. Through rates are to be based on direct line rates subject, 
however, to a specified minimum through rate. To Oriental base 
ports the through rates are to be divided equally between the inter- 
coastal carrier and the Oriental carrier, while on shipments to Oriental 
outports, differential or arbitrary ports the transpacific carrier is to 
receive the proportion specified above plus all of the excess over the 
rate to base ports. Expense at port of transhipment is to be absorbed 
equally between participating carriers. 

Dixie U. K. Line and Dixie Mediterranean Line with Tosco Steam- 
ship Line, Inc.: Memorandum of agreement whereby cargo moving 
from United Kingdom or Mediterranean ports to New Orleans, Hou- 
ston or Galveston is to be transhipped at any of the latter ports; the 
through rates to be the prevailing transatlantic rates and, together 
with transhipping expense, will be divided on the basis of 50 per cent 
to > Dixie U. K. Line or Dixie Mediterranean Line and 50 per cent 
to Tosco. 


SHIPPING WHEAT TO CHINA 


In announcing that the Chinese government had accepted 
the proposal of the Federal Farm Board for the purchase of 
wheat and flour to be used for famine relief purposes, President 
Hoover said the Chinese government would undertake the trans- 
portation of the wheat and flour ‘and it has given assurance 
that it will give equal opportunity to American-flag ships in 
the charters made for this purpose.” Approximately 15,000,000 
bushels of wheat are involved in the transaction. 


STATUS OF U. S. LINES 


Representatives of the Chapman-Dollar-Dawson shipping 
group with which the Shipping Board directed that the Mer- 
chant Fleet Corporation and the general counsel negotiate a 
contract for reorganization of the United States Lines conferred 
with officials of the board and Fleet Corporation this week. 
They were R. Stanley Dollar and Kenneth D. Dawson. They 
expressed the opinion that agreement would be reached with 
the government shipping agency on the terms of the reor- 
ganization. 


AMERICAN SHIPBUILDING 


On August 1, American shipyards were building or under 
contract to build for private shipowners 100 vessels aggregating 
325,620 gross tons, compared with 105 vessels aggregating 358,- 
904 gross tons on July 1, according to the Department of Com- 
merce. Of the total, 23 are steel seagoing vessels of 1,000 gross 
tons and over, aggregating 275,834 gross tons. 


PANAMA CANAL TOLLS 


Three hundred and ninety commercial vessels, paying tolls 
of $1,770,202.71, transited the Panama Canal in August, accord- 
ing to a radiogram received by the War Department from the 
governor of the canal. In July there were 406 transits and tolls 
of $1,848,638.45. In the six months ended with August there 
were 2,516 transits and tolls of $11,342,485.42, as compared with 
2,914 transits and tolls of $13,017,400.73 for the same period 
of 1930. 


EXTENSION OF COASTWISE LAWS 


Extension of the coastwise laws to the Virgin Islands has 
been further deferred by President Hoover, due to lack of ade- 
quate shipping under the American flag, between the United 
States and the Islands. 


MOBILE OCEANIC LINE SALE 


Approval of all terms and conditions of a contract of sale 
under which the Mobile Oceanic Line is to be transferred to 
the Waterman Steamship Company, of Mobile, Ala., was given 
by the Shipping Board September 9. The price to be paid for 
the line is $1,108,080, payment to be made on the basis of 25 
per cent down with the balance payable over a period of seven 
and one-half years. Interest on unpaid balances will be at the 
rate of 4% per cent. 

The line includes fourteen steel cargo steamers and main- 
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GALVESTON 


1s America’s Porte 


of Quickest Dispatch 


Ask your traffic department 
to write for free subscription 
to Shippers Digest of Galves- 
ton, containing steamer 
schedules. 
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j Only 10 miles—40 minutes steaming 
time—from docks to open sea. 


YJ All service units are coordinated, func- 
tioning under one management. 


33 Through a century of shipping experi- 
ence, knowledge of high speed and effici- 
ent handling practices has been attained. 


MA The tracks of five great trunk lines skirt 
the city’s edge, thus avoiding traffic con- 
gestions. 


Galveston is an open port, with 35-foot 
channel, 1200 feet wide, permitting in- 
gress and egress to vessels both day and 
night. 


ay SPEED is the watchword of everyone 
connected with the Port of Galveston. 


Galveston’s port facilities are unsurpassed by 
any in the nation. Lining the waterfront are 
four grain elevators, 32 piers and 30 shipside 
warehouses, modern in every respect. Handl- 
ing equipment is available for every kind of 
cargo. 


Sixty-nine steamship lines operate to the major 
ports of the world. Individual berths are as- 
signed to each steamer line, obviating the delay 
and expense of shifting about the harbor for 
cargo. Here, the expensive operation of light- 
ering is unnecessary. 


Sailings from Galveston are frequent and ships 
sail on schedule. 


Write Galveston Chamber of Commerce or 
Galveston Wharf Company, Galveston, Texas. 


PAGE 579 








PAGE 580 





tains a regular service between Mobile and other east Gulf 
ports and the United Kingdom, Ireland and continental European 
ports from Bordeaux and north. The contract of sale anticipates 
the reconditioning of ten of the fourteen vessels to give them 
speed of thirteen knots. The present speed of the vessels is 
ten knots. 

Under the terms of the sale the Waterman Steamship Com- 
pany agrees to operate the line over the present route, making 
not less than fifty-two outward voyages a year, of which not less 
than two shall be made in each and every month. As soon as 
the contract is signed, delivery of the vessels will be made as 
each vessel completes its current voyage. 


PAN AMERICAN CONFERENCE 


Improved transportation and communication among the 
American nations will be a leading subject considered at the 
Fourth Pan American Commercial Conference in Washington, 
D. C., October 5 to 12. The conference will take up highway 
construction and finance and the relation of highway transport 
to other means of transportation, the Pan American railway, 
ocean steamship services, commercial aviation, free ports, and 
cable and wireless communication. Uniformity of consular fees, 
as well as progress in the simplification and standardization 
of consular procedure and the results of the Pan American 
Commission on Customs Procedure and Port Formalities, will 
be considered. 

Inter-American commercial arbitration and the means for 
expanding this method of settling commercial and business con- 
troversies between the shippers and buyers of the different 
countries is another subject on the agenda of the conference. 
Uniform legislation on bills of exchange, checks and other com- 
mercial paper, treatment of commercial traveling agents and 
means of facilitating the introduction of samples, and the pro- 
tection of trademarks and patent rights, are other subjects on 
the program. 

Another leading topic on the program will be “Trade Pro- 
motion.” Various phases of this subject will be taken up. 
Among these will be the question of developing inter-American 
commercial relations by means of general or special economic 
agreements, similar to those of a regional character already in 
force among several American republics, and those between 
individual nations which already exist in some instances. An- 
other phase of the trade promotion problem will be the means 
of developing closer relations between chambers of commerce 
and analogous associations of the American republics. Stand- 
ardization of commodities and uniformity in the definition of 
customary trade terms will also be considered. 

Of particular interest in this connection will be the dis- 
cussion of tourist travel as an aid to commerce, this being the 
first time this subject has been on the program of any of the 
Pan American conferences. With tourist expenditures one of 
the major items in the national economy of many nations, espe- 
cially in Europe, it is believed that much may be done on the 
American continent both through governmental action and 
through private and unofficial agencies to increase and develop 
the tourist trade of the Americas. There will be discussion 
as to how the interested governments may aid in this field 
through providing certain facilities to travelers; and also as to 
services which commercial associations, steamship companies 
and other transportation agencies can render to promote this 
form of international trade and exchange. 

Broadly, the conference will include in its program a con- 
sideration of trade barriers, with a view to finding means as 
far as possible for the elimination of such obstacles to com- 
mercial interchange among the American nations. 


Following the close of the conference the visiting delegates 
from the twenty Latin American republics will be taken on a 
three-week tour of principal industrial centers of the United 
States. There they will be entertained by the local chambers 
of commerce and will inspect various manufacturing plants and 
make a study of the varied industrial and commercial activities 
of the nation. This trip will include in its itinerary Baltimore, 
Philadelphia, Harrisburg, Pittsburgh, Akron, Detroit, Buffalo, 
Rochester, Schenectady, Boston, Hartford, New Haven and New 
York. 


I. ©. ©C. PRACTITIONERS’ MEETING 


The Association of Practitioners before the Interstate Com- 
merce Commission will hold its second annual meeting in Wash- 
ington, D. C., September 24 and 25, at the Mayfiower Hotel, 
instead of the latter part of October, as originally planned. The 
change was made because a large number of members of the 
association are expected to be in Washington for the argument 
in Ex Parte 103, the advanced rate case, beginning Septmber 21. 

The morning session of September 24 will be devoted to 
association business and there will be a lunchean that noon 


The Traffic World 





Vol. XLVIII, No. 11 





at the Mayflower. In the afternoon a trip will be made to 
Mt. Vernon. The banquet will be held at 7:30 p. m., that day, 
and there will be dancing later. A business session will be 
held the morning of September 25 and in the afternoon arrange- 
ments have been made for members who so desire to play golf. 





Personal Notes 





E. Bradley, district freight agent for the Matson Line at 
New York, has been transferred to Honolulu. He has been 
succeeded at New York by D. G. Sissons, formerly at the com- 
pany’s headquarters in San Francisco. 

James E. Taussig has announced his resignation as presi- 
dent of the Wabash and of the Ann Arbor Railroad, and his 
retirement from active railroad service. He has been president 
of the Wabash for eleven and a half years. 

Harold Knight has been appointed special traffic represen- 
tative, Delaware and Hudson, with headquarters in Birmingham. 

M. J. Vandewalker has been appointed division freight 
agent, Lehigh Valley, at Rochester, N. Y. 

Hazen Foster, formerly traffic manager of the Kalman 
Steel Company, has been appointed traffic manager, Bliss and 
Laughlin, Inc., at Harvey, III. 

Hugh Miller, district traffic manager, United States Rubber 
Company, Boston, for the last fourteen years, has resigned. 
The office has been abolished and work formerly handled through 
it has been taken over by the general traffic department at 
New York. 

A. R. Ponder, executive assistant to the vice-president, 
Missouri Pacific Lines in Texas, died September 9, while mak- 
ing an address before a “Booster Club” picnic at Asherton, Tex. 





Doings of the Traffic Clubs 





Dr. O. E. Baker, senior agricultural economist of the U. S. 
Department of Agriculture, addressed the Traffic Club of Chi- 
cago at a luncheon September 10 on “Population and the Agri- 
cultural Outlook.” The meeting was under the auspices of the 
public affairs committee and Prof. L. C. Sorrell, chairman of the 
committee, presided. A golf outing will be given at the West- 
ward-Ho Golf Club September 15. Twenty major prizes have 
been posted for winners. 





The next meeting of the Pacific Traffic Association, at the 
Palace Hotel, San Francisco, September 15, will be known as 
“Salesmanship and Solicitation Night.” F. H. Beckmann, Beck- 
mann, Hollister & Co., will speak on “Keeping Up with the 
Times,” George H. Eberhard, George H. Eberhard Company, 
will address the club on “Can a Sales Exectuive Tell Traffic 
Men Anything that Will Be Helpful in Their Work?” Michael 
J. Buckley, freight traffic manager, Dollar Steamship Lines, 
will offer some “Sidelights on Freight Solicitors.” 





The Traffic Club of St. Louis will participate in a luncheon 
for the Trans-Missouri-Kansas Shippers’ Advisory Board at the 
Statler Hotel September 16. The St. Louis Chamber of Com- 
merce, the Merchants’ Exchange of St. Louis and the Retail 
Lumber Yards Traffic Association will also take part. T. M. 
Mulderig, president of the traffic club, will preside. There will 
be addresses by William H. Williams, chairman of the board, 
Wabash, and Clyde M. Reed, former governor of Kansas and 
chairman of the advisory board. Mr. Williams will speak on 
“The Shippers and the Railroads.” Free traffic classes, spon- 
sored by the traffic club and conducted by the St. Louis public 
schools, will open at Beaumont High School and Roosevelt High 
School September 14 and 15, respectively. 





The annual dinner and election of the Transportation Club 
of Des Moines will be held at the Hotel Younkers September 
21. Phil Schorr and J. C. Batham, candidates for president, 
head the tickets. Entertainment will includé community sing- 
ing, with Leroy Osbrink at the piano, and Joe B. Cunningham, 
J. B. McCleary and H. G. Shillito, leading. Golf tournament 
winners will be announced. 





The Traffic Club of Denver held its monthly meeting at 
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the Daniels and Fisher Tea Room September 11. There was a 


program of entertainment. 





The monthly meeting of the Junior Traffic Club of Chicago 
was held at the Palmer House September 10. Colonel Sidney 
Story, lecturer and traveler, spoke on “Back to the Funda- 
mentals.” The club bowling season will open September 14. 
There are twelve teams of five men each. The season will run 
for 33 weeks, The final golf tournament of the season will be 
given at the Antlers Country Club September 19. 





“Stabilization of Motor Truck Carriers” is the subject for 
consideration at a meeting of the Industrial Traffic Club of 
San Francisco at the Commercial Club September 15. A special 
committee appointed for the purpose will make its report on the 
subject. 

The Women’s Traffic Club of Los Angeles held its regular 
meeting at the Alexandria Hotel September 2. R. R. McKenzie, 
traffic manager, Ford Motor Company, Long Beach, Calif., was 
the speaker. 





The Tri-State Traffic Club will hold a joint meeting with the 
Pittsburg (Kan.) Chamber of Commerce September 17. There 
will be a golf tournament and a “sight-seeing” trip through the 
coal fields in the afternoon. At the dinner in the evening, J. H. 
Holden, retired vice-president of the Kansas City Southern, will 
be the principal speaker. Thomas McNally, president, Pittsburg 
Boiler and Machine Company, will be toastmaster. 





“Motor Truck Night” was observed by the New York Traffic 
Club at the Hotel Yorktowne September 10. Sterling G. Me- 
Nees, general counsel, Certificated Motor Carriers of Pennsyl- 
vania, was the speaker, Musical entertainment was furnished. 





“Economic Conditions Affecting Railroads” was the subject 
of the speaker, J. M. Heath, freight claim agent, Lehigh Valley, 
at a dinner meeting of the Wyoming Valley Traffic Club, Wilkes- 
Barre, Pa., September 3, at the Hotel Sterling, with L. J. Writ. 
ter, president, in charge. Organized last May, the club now 
has a membership of over sixty. 





The bowling season of the Milwaukee Traffic Club will be 
opened September 28. F. H. Draeger, C. & E. I., is in charge 
of the bowling league. 

The Transportation Club of St. Paul will hold the first 
weekly luncheon of its fall season September 15. It will be 
“Entertainment Day.” Major General Paul B. Malone, Third 
Corps Area, Baltimore, Md., will be the speaker at the third 
annual Armistice Day celebration of the club November 11. 





The Birmingham Traffic and Transportation Club was host 
to members of the Southern Traffic League at its monthly 
luncheon September 10. H. M. Harrison, president, National 
Association of Owners of Railroad and Public Utility Securities, 
New York, spoke on “Transportation Coordination—A Neces- 
sity.” In addition to members of the Southern Traffic League 
attending the quarterly meeting of their organization in Bir- 
mingham, General W. L. Sibert, until recently chairman and 
general manager of the Alabama State Docks, was a guest. 
Mr. Harrison advocated the removal of legislative restraint 
making it either impossible or impracticable for the railroads 
to engage in waterway, highway, and other modes of transpor- 
tation. Duplication and wasteful transportation were inevit- 
able without proper coordination of the competing transportation 
agencies, he argued. Referring to the declaration of W. H. 
Day, president of the National Industrial League, to the effect 
that there is need of coordination of existing transportation 
facilities and that “shippers can be depended upon to cooperate 
whole-heartedly in bringing this about when the railroads are 
disposed to take the initiative,’ Mr. Harrison said they were 
now taking the initiative. “They are endeavoring to secure the 
removal of legal handicaps and obstructions which must be 
cleared away before definite steps can be taken toward coor- 
dination,” he said. There should be reasonable regulation of all 
forms of transport, he held, and prohibitions now placed on the 
railroads should be removed. 

The fall golf outing of the Indianapolis Traffic Club will be 
held at the Avalon Country Club September 23. A steak dinner 
will be served in the evening. 

The Transportation Club of Louisville will give a luncheon 
in conjunction with the Ohio Valley Shippers’ Advisory Board 
at the Brown Hotel September 15, on which day the board will 
hold its quarterly meeting. E. S. Woosley, vice-president, First 
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National Bank, will speak on “An Old Solution for a New 
Problem.” September 15 will be “Transportation Day” at the 
Kentucky State Fair. Members of the traffic club and the ad- 
visory board will attend in a body following the luncheon. 
Special provisions will be made for them. 





The Grand Rapids Transportation Club will open its fall 
season with a dinner meeting at the Pantlind Hotel September 
17. It will be designated “Clark Lane Night,” in honor of 
Cc. L. Lane, who is retiring as agent for the Pennsylvania at 
Grand Rapids. A proposed change in the by-laws providing 
for election of officers at the time of the annual dinner will be 
voted on. The annual dinner has been set for December 10. 





The Traffic Club of St. Joseph will have a golf tournament 
and dinner at the St. Joseph Country Club September 22. Bert 
I. Monaghan is chairman of the committee in charge. 


CENTRAL WESTERN BOARD 


The twenty-third regular meeting of the Central Western 
Shippers’ Advisory Board will convene in the Elks’ Club, Chey- 
enne, Wyo., at 9:15 a. m., September 29. The executive com- 
mittee and the railroad contact committee will hold preliminary 
meetings in the Plains Hotel, Cheyenne, the evening of the 
28th. 

The regular meeting will be called to order by Fennimore 
Chatterton, chairman of the Wyoming division of the board and 
former governor of Wyoming and present chairman of the 
Wyoming Public Service Commission. J. W. Shorthill, general 
chairman of the board, will preside. 

The regular order of business will include the following: 
Report of the executive committee, report of the railroad con- 
tact committee, report of the general banking committee, report 
on general transportation conditions throughout the country, 
reports of the commodity committees, reports of individual 
railroads and private car lines, report of the district manager, 
report of the freight station section of the A. R. A., remarks 
by state chairmen, miscellaneous and unfinished business, sum- 
mary of commodity forecast reports. 

No regular meeting of the agricultural council of the board 
has been scheduled. Agricultural affairs in the territory, doubt- 
less, will be discussed, it is stated, especially matters related 
to the drought situation in some of the states. There has been 
an inclination on the part of a number of influential members 
of the board to discuss the subject of “Truck and Bus Co- 
ordination with the Steam Carriers,’ according to the announce- 
ment, and it is probable that this subject will be raised under 
the head of miscellaneous and unfinished business. 


ALLEGHENY ADVISORY BOARD 


The eighteenth regular meeting of the Allegheny Regional 
Advisory Board will be held at the William Penn Hotel, Pitts- 
burgh, Pa., September 17. A joint meeting of the executive and 
railroad contact committees will be held the morning of the 
preceding day. In addition to the commodity committee re- 
ports, estimating activity in the various lines and car require- 
ments, Earnest H. Gilbert will make the executive committee 
report; A. R. Kennedy will make a report of the special com- 
mittee on complete unloading of cars, and J. H. Huggans will 
report for a special committee on less-carload freight handling. 
Railroad representatives will report on condition of equipment 
and other matters pertaining to the ability of the carriers to 
handle prospective traffic. W. J. McGarry, car service division, 
American Railway Association, Washington, D. C., will discuss 
the general transportation situation, and C. M. McCracken will 
report for the freight station section. 


CONDITION OF EQUIPMENT 


Class I railroads on August 15 had 184,509 freight cars in 
need of repairs, or 8.4 per cent of the number on line, according 
to the car service division of the American Railway Association. 
This was an increase of 2,807 cars above the number in need 
of repair on August 1, at which time there were 181,702, or 8.3 
per cent. Freight cars in need of heavy repairs on August 15 
totaled 131,734 cars, or 6 per cent, an increase of 2,792 compared 
with the number on August 1, while freight cars in need of 
light repairs totaled 52,775, or 2.4 per cent, an increase of fifteen 
compared with August 1. 

Class I railroads on August 15 had 6,090 locomotives in need 
of classified repairs, or 11.2 per cent of the number on line. 
This was an increase of 177 locomotives above the number in 
need of such repairs on August 1, at which time there were 
5,913, or 10.9 per cent. Class I railroads on August 15 had 9,598 
serviceable locomotives in storage compared with 9,531 on 
August 1. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a sonsaaalile charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C, 
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Tariff Interpretation—Application of Commodity Rate on Rough 
Casting to Steel Crusher Parts 


Pennsylvania.—Question: We seem to be having difficulty 
with our customers regarding bill of lading description of articles 
which, from a manufacturing standpoint, are nothing more than 
rough steel castings. The Commission, in No. 22805, Interna- 
tional Cement Corporation vs. C. & O. Ry. Co. et al., decided 
June 9, 1930, 165 I. C. C. 123-124, held that rough grinding balls 
(rough castings from a manufacturing standpoint) were entitled 
to the rates applicable on rough steel castings. 

In view of that decision, is there any authority for us to 
describe specific steel crusher parts and steel crusher parts, 
N. O. I. B. N., as rough steel castings? 


Answer: In so far as the application of a commodity rate 
on castings is concerned, but not as to the application of a class 
rate under the ratings in the Consolidated Classification, it is 
our opinion that under the decision in the case to which you 
refer, the articles in question, if they are in fact rough castings. 
may be shipped at the commodity rate. 

It is a question of fact as to whether your products are 
rough castings, as the Commission found iron or steel grinding 
balls to be, in its decision in the International Cement Corpora- 
tion case. 


er IT OR NOT! 





———A TRAFFIC 
Nii (DEPARTMENT CLERK 
S——-WaASTES 10 FULL 
DAYS A YEAR IN 
Sj—-TRIPS FROM OLD- 
lf erat DESK 


TO FILE 

VERTICAL~ FLAT FILING 

CASES CAN HOUSE Wf yj 

TWICE AS MANY RECORDS Wf Ih 

AS ORDINARY FILES IN | 

THE SAME FLOOR / 
SPACE 


TY 
YY) 
Wi 


phy) 
YH 


THIS DRAWER 
HOLOS CONTENTS 
BOTH VERTICAL 
AND FLAT 


“witht APOLOGIES TO RIPLEY 





The Traffic World 





OMBINES desk and filing facilities, saving 


502 Madison-LaSalle Bldg. 


Vol. XLVIII, No. 11 


Limitation of Actions—Recovery by Carrier of Amount Errone- 
ously Refunded as Overcharge 

Indiana.—Question: Four years ago we filed an overcharge 
claim on a car of feed against one of the western railroads. 
Whether they investigated this claim or not we do not know, 
but they refunded to us the amount that we filed claim for. 
Now we are in receipt of a letter and also a balance due Dill 
in which they are trying to collect the amount that they paid 
us four years ago. Our contentions are that since they did 
not file claim against us for this refund within the period of 
three years that this claim became outlawed. 

We would appreciate if you could cite us any decision of 
the Interstate Commerce Commission or any court decisions. 

They claim that this would not come under the three-year 
statute of limitations. Since this was an interstate shipment 
we believe it does, but they insist that under the state statute 
of Indiana they have a period of six years in which to collect 
undercharges. 

Answer: ‘The facts in your case, in so far as the question 
of whether the carriers may at this time recover through an 
action in court the amount erroneously refunded, should you 
set up the statute of limitations as a defense to the carrier’s 
action, are similar to those involved in the decision in T. M. 
Partridge Lumber Co. vs. Michigan Central Railroad Co., 26 Fed. 
(2d) 615. In that case the circuit court of appeals held that 
the action of the carrier for the recovery of an amount errone- 
ously refunded as an overcharge was not an action for the 
recovery of charges, but an action on implied contract to 
refund money paid through error. It held that the three-year 
period of limitation provided for in paragraph 3 of section 16 
of the interstate commerce act had no application to the action; 
that it was not a suit or proceeding arising under any law 
regulating commerce or within any other class of suits of which 
the federal district courts have original jurisdiction, and for 
this reason it should have been dismissed by the trial court. 

If the law has been correctly stated in the above referred to 
decision, the periods of limitation of the several states govern 
such an action and they run from the date the amount was 
erroneously refunded. 

However, following the decision above mentioned, the Michi- 
gan Central Railroad brought suit against T. M. Partridge 
Lumber Company in the district court of the state of Minnesota 
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Now ! — when non- 
delay service is the very keystone 
of business—you'll appreciate the 
Frisco’s “Do it now”’ policy. 

Throughout the 5800 miles of this 
railroad system, every branch is espe- 
cially geared for super-service. 

“Do it now” is the electrifying spirit 
which is setting new on-time delivery 
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OUR carload shipments will travel absolutely 
damage-free, will cost less to prepare than 
the usual methods of bracing, etc.—if you 

pack the new “Cushioned-Unit" Way! 


This efective new packing principle consists of 
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—a simple procedure, yes, yet it cut damages to 
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Every traffic manager interested in reducing damages to 
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unusual method of carload shipping. A trial on an 
early carload will provide a convincing demonstration. 
Write us for further details. 
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right from the forest. 
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and that court held that the suit was really one to collect 
charges “in respect of a shipment of property” and was, there- 
fore, barred by the three-year statutory period of limitation and 
dismissed the case. From this decision, we understand, the 
Michigan Central has not appealed. 

See, also, V. S. & P. Ry. Co. vs. Paup, 47 Fed. (2d) 1069, 
holding that railway company’s action against shippers for local 
inbound charges erroneously refunded is governed by federal 
three-year statute of limitations. In this case the court said: 


The sole question involved here is as to whether the period of 
limitations of three years provided by the Transportation Act of 1920 
for the recovery by carriers ‘‘of their charges’’ controls, or, as was 
found by the court below, the action is barred by the two-year —— 
allowed under the Texas law, as for money had and received. Ou 
opinion is that the federal statute must govern. Act. of Feb. 28, 1920, 
C. 91, Section 424, 41 Stat. 491, 492, 49 U. S. C. A., Section 16(3). 
It was the purpose of Congress, we think, to establish a uniform 
system regulating the dealings between shippers and carriers, whereby 
rebates and other discriminations should be prevented. To say that 
either designedly or by mustake a situation such as this could be 
created, in which the rights of the parties would be dependent upon 
the varying provisions of state laws, would defeate that purpose and 
open the door to evasion and discrimination. See A. J. Phillips Co. 
vs. G. T. W. Ry. Co., 236 U. S. 662, 35 S. Ct. Rep. 444, 59 L. ed. 774; 
G. N. By. Co. ve. Hyder (D. C.) 279 Fed. 783; K. C. S. Ry. Co. vs. 
Wolf, 261 U. S. 133, 43 S. Ct. 259, 67 L. ed. 571; U. S. vs. P. Koenig 
Coal Co., 270 U. S. 512, 46 S. Ct. Rep. 392, 70 L. ed. 709; Strawberry 
Growers’ Selling Co. vs. American Ry. Exp. Co. (C. C. A.) 31 Fed. 
(2d) 947. 

Liability of Telegraph Company for Negligence in Transmission 
of Message—Notice of Claim 

Illinois—Question: A car of perishable freight originally 
billed to station A, diverted to station B, said diversion being 
in the form of a Western Union regular pay message sent by 
the shipper direct to the railroad agent at first billed destina- 
tion; telegraph company at first billed destination having tele- 
phoned the message to the railroad freight agent, latter having 
no record of later receiving the “delivered copy” of telegram; 
telegraph company not being able to prove actual delivery of 
message claiming necessary evidence not available at time 
claim was filed with them. The railroad freight agent’s copy 
of the telephoned message shows car number 4492, whereas car 
number should have been 4402; as a result car was delayed 
several days in transit. 

As to this, among other things, we contend that the shipper 
contracted with the telegraph company to deliver the message 
to the freight agent of the carriers in the same way that it was 
given to the telegraph company for transmission, that is, by 
having one of their messengers personally deliver the telegram, 
and, if the telegraph company, for the sake of convenience and 
possible expense, took it upon themselves to telephone the 
message to the carrier, and they have done so at their own risk 
and they solely would be responsible for any mistake showing 
up at final destination of the message. 

Would appreciate your comments on this. 

However, that which we are vitally interested in in this 
matter is this: We filed a loss and damage claim with the car- 
rier very promptly (two months after car reached its final des- 
tination and was disposed of), as certainly at the time we did 
not know how or why the car was delayed, so like in all cases 
of like nature we presumed that recourse was against the car- 
rier; however, about four months later, through the carrier’s 
investigation, it developed that the telegraph company was liable 
for the error in the message and resultant delay to the car and 
that therefore it was necessary for us, according to the carrier, 
inasmuch asa contract message was not involved, to refile the 
claim with the telegraph company, who are now endeavoring to 
evade liability by contending that the claim was not filed with 
them within the required time limit, 60 days after date of trans- 
mission of the telegram. 


Could an agency as between the carrier and telegraph com- 
pany be set up here in order to protect us on the statute of 
limitation? Or, what, in your opinion, could be set up as a 
protection in this instance, and, if there are court decisions 
available which would decide this feature for us, could you cite 
them, please? 

Answer: A telegraph company is liable to the sender of a 
message for any damage he may sustain as a direct result of 
its failure to perform its contract to transmit his message cor- 
rectly and promptly and he may enforce such liability either as 
an action ex contractu or ex delicto, the liability in such cases 
being limited to loss or injury caused by its negligence. It may 
be stated, as a general rule, that a telegraph company is liable 
for such actual damages as naturally and proximately result 
from its failure to receive and transmit and deliver a message 
correctly and without unreasonable delay, but is not liable for 
damages which are not the proximate result of the company’s 
negligence and which cannot be considered to have been in 
contemplation of the parties. 

While, as it will be observed from the above, a telegraph 
company is liable for the negligent transmission of a telegram, 
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| SELLING SELLING 
5 TO | means ° THROUGH 


4 TEXAS vV HOUSTON 


Houston possesses unrivalled advantages as a distribution point. 

As the state’s major port and largest city it is the center of popu- = 
lation and does a vast amount of local business. And as the trade 

center for all South Texas and part of Louisiana it becomes the 

focal point of an ever-widening area of business activity that means 

money for those located here. 

Nineteen important rail connections and 67 steamship 
lines keep your goods moving when you want it where 
you want it. 


vat 


Write to the Director 
of the Port and find 
out the advantages 
of transacting your 
business through 


Ample modern warehouse facilities for every type of 
commodity, or 50 miles of waterside sites for your own 
warehouses are available at amazingly reasonable costs. 


= DIRECTOR OF THE PORT PORT 

= Fifth Floor, Courthouse HOU STON 

= HOUSTON - - - - - - - TEXAS 
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Electricity lends wings 
to freight 






LAKEVILLE, IND. = 










A CA0SSE, IND. 
Chicago, South Bend and the other cities 
in the industrial group at the foot of Lake 
Michigan enjoy a fast freight service. This 
is by way of the South Shore Line—electric. 


One feature of this service is the ferry truck door-to-door service between Chicago 
and South Bend and vicinity. Connections with the various Eastern and Western 
lines give you quick delivery of regular freight to destinations on the South Shore 
Line. Or you can use this service as a fast intermediate on carload shipments going 
beyond its terminal points. This electric road has won nation-wide recognition 4s 
one of the fastest and safest in the world. 


CHICAGO SOUTH SHORE AND SOUTH BEND RAILROAD 
Me 


Wm. Petersen, T. M. 
72 W. Adams Street 
Chicago 
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Telephone: State 0517 
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Leaving out of consideration all 
other features of our service at Evans- 
ville—convenience of location, facili- 
ties for receiving and 
by b rail or truck, 
methods of handling and storing mer- 
chandise are alone enough to warrant 
careful shippers making this terminal 
their point of distribution. 
dise goes onto skids when received, minal. 


shipping Freight 
etc.—our 


Merchan- 


no manual 
and final shipment. 





The LAST STEP—outbound— 
Merchandise is still on skids 


is stored on skids, and is carried on 
the same skids to final transportation— 
handling between receipt 


When you ship to the middle west 
consider also Evansville’s nearness to 
your market and that the three means 
of transportation directly serve our ter- 
Rates on application. 


MEAD JOHNSON 
TERMINAL CORPORATION 


J. D. Beeler, Vice-Pres. and Gen'l Mgr. 
1830 West Ohio Street 
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:\> Steamship Service <i 


General Offices: One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


1001 Fourth St., 

San Francisco, Cal. 
Long Wharf, 
Boston, Mass. 


Between 


Evansville, Ind. 
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UNITED FRUIT COMPANY 


NE 


New York New Orleans 


Boston and San Francisco 


and 


Cuba, Jamaica, Panama, Colombia, Costa Rica, Guatemala, 
Honduras, British Honduras, Mexico, Nicaragua, Salvador. 


Weekly service with transhipment at Cristobal (Canal Zone) 
to West Coast Ports of Central America, South America 
and Mexico at differential rates. Through bills of lading 
to all points. 


Shipments to El Salvador handled expeditiously via Puerto 
Barrios, Guatemala, and the International Railways of Cen- 
tral America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


Pier 3, Nerth River, 
New York, N. Y. 


321 St. Charles St., 
New Orleans, La. 


111 W. Washington St., 


Chicago, IIl. 
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the extent of the liability of the telegraph company is limited, 
under its tariffs on file with the Interstate Commerce Commis- 
sion, and the terms shown on the back of the telegraph blank, 
to certain amounts, depending upon the class of service. 

In Western Union Telegraph Co. vs. Esteve Brothers & Co., 
256 U. S. 566, 41 S. Ct. Rep. 584, and Western Union Telegraph 
Co. vs. Priester, 276 U. S. 252, 48 S. Ct. Rep. 234, it is held that, 
as to an unrepeated message, where the loss resulted from a 
mistake in transmission, the limitation of liability provided for 
in the tariffs and classification of the telegraph company meas- 
ures the liability of the company 

It is generally held that a rule of a telegraph company 
printed on its message blanks to the effect that the company 
will not be liable for damages in any case where the claim is 
not presented in writing within a certain time after the message 
is filed for transmission or after the transmission of the message 
is valid and binding where the time fixed is reasonable. Postal 
Tel. Cable Co. vs. Nichols, 159 Fed. 648; Gardner vs. Western 
Union Tel. Co., 231 Fed. 405; Western Union Tel. Co. vs. Havlin 
(Md.), 125 N. E. 45; Ideal Concrete Machinery Co. vs. Western 
Union Telegraph Co., 212 N. Y. S. 682. 

It has also been held that inasmuch as a limitation by con- 
tract does not operate until a party has had notice of his rights, 
or by the exercise of ordinary diligence might have had notice, 
therefore, the right of a sender or sendee of a message would 
not accrue until he had notice of the default of the company, or 
by the exercise of ordinary diligence might have had notice. 
Arkansas, etc., R. Co. vs. Stroude, 77 Ark. 109, 91 S. W. 18; West- 
ern Union Telegraph Co. vs. Jones, 95 Md., 228, 48 Am. Rep. 
713. And accordingly a stipulation on a telegraph blank requir- 
ing any claim for damages for non-delivery of the message to 
be presented within a certain time after the message is filed 
for transmission is sufficiently complied with by a presentation 
of the claim within the prescribed time after the sender of the 
message learns of its non-delivery. Postal Tel. Cable Co. vs. 
Nichols, 159 Fed. 643; Mason vs. Western Union Tel. Co., 85 
S. E. 384; Western Union Tel. Co. vs. Lee (Ky.), 192 S. W. 70. 

In Western Union Tel. Co. vs. Czizek, 264 U. S. 281, 44 
S. Ct. Rep. 328, it was held that a condition on the back of a 
telegraph blank that the company will not be liable for damages 
or statutory penalties where claim is not presented in writing 
within 60 days after the telegram is filed for transmission did 
not apply literally where, through the fault of the company, the 
addressee did not know of the message until the 60 days had 
passed, but acted as soon as he discovered the facts. 

In Western Union Telegraph Company vs. Chappelle, 21 
S. W. (2d) 964, it was held that a sender of a telegram, not 
discovering the error in transmission until after 60 days, was 
not bound by the 60-day limitation for filing claim for damages; 
that the provisions in the contract of the telegraph company 
allowed a reasonable time for the presentation of the claim after 
the sender discovered the error. 

In our opinion, no agency as between the railroad and the 
telegraph company with respect to the requirement for the filing 
of a claim within 60 days can be predicated upon the fact that 
you filed a claim with the carrier for loss resulting from delay 
in the delivery of the shipment. However, under the decisions 
in the cases cited in the preceding paragraph, your failure to 
file a claim with the telegraph company within 60 days from 
the delivery of the telegram is not a defense to the telegraph 
company, in the event you acted with due diligence in present- 
ing your claim to the company after discovering that the delay 
was due to an error in transmitting the telegram. 


Routing and Misrouting—Duty of Initial Carrier with Respect to 
Forwarding of Unrouted Shipment Between Points in Canada 


Canada.—Question: A car of lumber was shipped from “A,” 
a local point on the C. N. Railway in Quebec to “B,” a local 
point on the C. P. R. in Quebec. There was a through com- 
modity rate of 22 cents per 100 pounds for this movement ap- 
plicable via junction “C.” The bill of lading simply showed 
via “C. N. R.,” which, of course, was incomplete routing. 

Instead of completing the routing and giving the shipper 
the benefit of the through rate via junction “C,” the initial car- 
rier took the car around via junction ‘DD’ in order to obtain 
a longer haul and more revenue. There was no through rate 
via the latter route and a combination rate of 30 cents per 
100 pounds was assessed. 

Jt is our opinion that the agent at the originating point 
should have drawn the shipper’s attention to the fact that sta- 
tion “B” was a local point on the C. P. R. and that the routing 
“C. N. R.,” on the bill of lading was incomplete. Failing this, 
it was the duty of the initial carrier to forward the car via the 
route which would have given the shipper the benefit of the 
cheapest rate. 

General Order No. 456 of the Board of Railway Commission- 
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San Diego (Westbound)-Los Angeles-San Francisco. : (Subject to change without notice) 
rtnightly sailings. 13 Days Coast-to-Coast in 
Regular fortnightly sailing ys C EFFICIENT AND DEPENDABLE 


either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. PROVEN BY THE CONTIN 
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INTERNATIONAL MERCANTILE MARINE COMPANY Los Angeles—230-B Terminal Island 
Pier 61 North River, New York City 1Broadway, New York City — 7 Weelen Od. Oy. Port a a owe Ay Terminal 
_ (West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 Philadelphia—Pler 27-N, Reading Co. San Francisco—Pier No. 48-B 
Chicago, 180 N. Michigan Ave. Boston, 84 State St. ° 


Seattle—Atlanti ock T inal 
Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Commerce Bldg. Manto Bek Terman 


San Francisco, 311 California St. Los Angeles. Central Bldg. 


CHICAGO MOTOR EXPRESS TERMINAL| | Southern Steamship Company 


The service of this Terminal offers direct store-door (Pioneer Steamship Line to Houston) 
delivery from Chicago to 850 cities and towns in OPERATING FAST FREIGHT SERVICE 


middle west. Also through service to and from ’ ; BETWEEN 
other cities outside Chicago. Philadelphia, Pa., and Houston, Tex. 


Fast, dependable distribution of pool cars con- Pn pe 


signed through the Terminal from distant points. 
From Philadelphia . . Wednesdays and Saturdays 











Cargo and indemnity insurance protects all shipments 


from time of acceptance until delivery to consignee. From Houston ...... Mondays and Thursdays 
Office and Terminal Low Rates Quick Dispatch Thru Package Cars 
: GENERAL OFFICES: 
2263 South Lumber St. Chicago 1360 Broad Street Station Bldg., PHILADELPHIA, PA. 








Candy Stored All Year 


S OO Ate, °0/ G 


Chieu Illinois 


"ch eo iy Oo: 
TERMINAL "ae tg, 
“e ° 





WAREH SES 


LOOP LOCATION 519 W. Roosevelt Road FIRE PROOF 


Seven city blocks of ground floor with office and warehouse space in individual units. Your Chicago branch 
can be properly housed with us. No cartage charges for deliveries to carriers on reshipments—I unnel 
station in our warehouse. Trackage Complete Service 
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ers for Canada, dated March 12, 1928, is somewhat in point, 
although it does not quite cover this particular situation. 

Kindly give us the benefit of your opinion on the foregoing 
and reference to any other decisions of the Canadian Railway 
Commission in similar cases. 

Answer: As only the initial carrier was shown in the bill 
of lading, there was, in effect, no routing specified by the ship- 
per in the bill of lading, as the naming of the initial carrier 
added nothing to the bill of lading of that carrier. The mere 
fact that the bill of lading was taken out with the initial carrier 
constituted routing via that line. 

As to the liability of the initial carrier for forwarding the 
shipment via junction “D,” via which junction a higher rate 
applied than the through commodity rate applicable via junction 
“C,” see Slade & Co. vs. Dominion Express Co., 29 C. R. C. 144. 
It was held in this case that in the absence of specific routing 
instructions the general rule is that the burden is on the carrier 
to ship by the cheapest route, but the facts in a particular case 
must be considered, such as the time, handling and damages 
over the longer route, as against the more direct route, and 
the advantages accruing from the greater dispatch. It was held 
that the Dominion Express Company was justified in billing a 
shipment of fruit and vegetables from Keremeos to Vancouver 
over the Canadian Pacific Railway via Princeton (225 miles), 
although a higher rate ($1.90) pervailed than was charged by 
the American Express Company over the Great Northern (428 
miles), at a rate of $1.45), because the goods would reach Van- 
couver in 24 hours, while the longer route required four days. 
Conference Ruling No. 91 of the Interstate Commerce Com- 
mission is quoted in the decision. 

It would appear that, under the principle of the above 
decision, it was the duty of the initial carrier to forward the 
shipment via the shorter route, particularly in view of the fact 
that the lower rate applied via this route, unless there are facts 
which justified the use of the longer route. 


Act of God 


Canada.—Question: We have a claim filed with one of our 
Canadian carriers for loss due to deterioration of a carload of 
rhubarb which was delayed for several days behind a landslide 
in the mountains during the spring thaw. 
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Carriers claimed this occurrence constituted an act of Prov- 
idence, with which view we are not inclined to agree. We have 
searched our files of The Traffic World for several years back, 
but are unable to run across an instance exactly like the one 
mentioned. 

We would appreciate an expression of your opinion as to 
carriers’ liability, if possible, under both Canadian and United 
States transportation law and usage. 

Answer: In Nugent vs. Smith, 1 C. P. D. 423, appears the 
following definition: 


The ‘‘Act of God” is a mére short way of expressing this propo- 
sition. A common carrier is not liable for any accident as to which 
he can show that it was due to natural causes directly and exclu- 
sively, without human intervention, and that it could not have been 
prevented by any amount of foresight and pains and care reasonably 
to be expected from him. 


It has been stated that it is not a necessary element of an 
act of God that no human skill or foresight could have resisted 
it or that no human ability could have prevented it. If the 
carrier uses all known means to which prudent and experienced 
carriers have recourse, he will not be liable though he is over- 
powered by storm or other natural agency. The proper ques- 


| tion is, Whether, at the time he was overcome, the carrier was 


using all proper precautions to avoid danger which he ought 
reasonably to anticipate, not whether the particular casualty 
might have been prevented by special means which are not 
generally known. See The Thomas Powell vs. The Cuba, 14 
L. T. 603; The Uhia, 19 L. T.. 89. 

An act need not be unprecedented to be an act of God: 
Lightning, Forward vs. Pittard, 1 T. R. 27; and storm, Nugent 
vs. Smith, 1 C. P. D. 423, are typical occurrence which may be 
acts of God and are not unprecedented. But if a phenomenon has 
happened before it is a question of fact whether it is so likely to 
occur again that the carrier is bound to take precautions against 
it. Nitro Phosphate Co. vs. London Docks Co., 9 Ch. D. 503; 
Burt vs. Victoria Geaving Dock Co., 47 L. T. 378. 

In Plat vs. C. U. Q. Ry. Co., 56 D. L. R. 404, reversed in 20 
O. W. N. 113, it was held that the railway company had not 
discharged the burden of proving affirmatively that they took 
all reasonable precautions, means and care to prevent injury 


| to goods from freezing 


Where a loss occurred by reason of a large quantity of 


| earth having fallen upon a railroad track from a hill or em- 


bankment left by the company in excavating for its track, the 
slide being caused probably by the action of a rainstorm not of 
unusual violence, the lower court, regarding it as having occurred 
without the intervention of immediate human agency but by the 
forces of nature, occult, unforeseen and unexplained except by 
conjecture, held it to be an act of God which excused the car- 
rier, Gleeson vs. Railroad Co., 5 Mackey 356, but the Supreme 
Court of the United States reversed this ruling, holding it to be 
such a result as might have been foreseen and guarded against. 
Gleeson vs. Railroad Co., 140 U. S. 435, 11 S. Ct. Rep. 859. 





Digest of New Complaints 





No. 24671. Caruso, Rinello, Battaglia Co., Inc., Schenectady, N. Y., 
vs. Railway Express Agency, Inc., et al. 

Rates and charges in violation first three sections, strawberries, 
Florida points to Albany, Syracuse and Schenectady, N. Y., as 
compared with rates, weights and charges from points in Louisi- 
ana. Asks rates and reparation. 

. 24672. Southern Traffic Service, Wilmington, N. C., for Townsend 
Lumber Co., vs. Blue Ridge et al. 

Unreasonable rates, building material, Asheville, N. C., to An- 
derson, S. C. Asks reparation. 

24673. D. J. Donati, Jr., and L. N. Donati, co-partners, trading 
as Fibre Board Container Co., Richmond, Va., vs. B. & O. et al. 

Unreasonable rates, liquid silicate of soda, Chester, Pa., and 
Baltimore, Md., to Richmond, Va. Asks rates and reparation. 
24674. J. W. Patterson, doing business as J. W. Patterson Com- 
mission Co. et al., Atlanta, Ga., vs. A. G. S. et al. 
Unreasonable rates, horses and mules, points in Tex., Kan., 
Mo. and Okla. to Atlanta and Howell Stock Yards, Ga. Ask rates 
and reparation. 

. 24674. Sub. No. 1. Same vs. A. G. 5S. et al. 
Same complaint and prayer as to shipments from points in 


Ta., Neb. and Mo. 


No. 


No. 24674. Sub. No. 2. Ragsdale-Lawhon-Weill Co. et al., Atlanta, 
Ga., vs. A. G. S. et al. 
Same complaint and prayer as to shipments from points in 
Tex., Kan., Mo. and Okla. 
No. 24674. Sub. No. 3. Same vs. A. G. S. et al. 
Same complaint and prayer as to shipments from points in 
Colo., Kan., Neb., Ill. and Ind. 
No. 24675. J. Hungerford Smith Co., Rochester, N. Y., vs. Pennsyl- 


vania et al. 

Unreasonable rate and charges, strawberries, Georgetown and 
moe ag Del., and Berlin, Md., to Rochester, N. Y. Asks rep- 
aration. 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 


H. D. DRISCOLL JOHN C. FOSTER PAYSOFF TINKOFF 


ATTORNEY AT LAW 













Commerce Counsel ATTORNEY AT LAW alain 
and Attorney 720 Shepherd St. N. W. CERTIFIED PUBLIC ACCOUNTANT (ILL.) 
Philcade Building, Tulsa, Oklahoma Washington, D. C. INTERSTATE COMMERCE CLAIMS 
Oklahoma City Office: Specializing in Interstate Commerce and FEDERAL TAXES 
709-10 Cotton-Grain Exchange Building Federal Departmental Practice 1540 BUILDERS’ BUILDING CHICAGO, ILL. 















HARRY C. AMES THOMAS L. PHILIPS WARREN H. WAGNER 


ATTORNEY AT LAW ATTORNEY AT LAW 
ATTORNEY AT LAW Especial attention to matters before Inter- OR 
Successor to Keene & Ames state Commoree and —— ~~ a Investment Building, Washington, D. C. 
aE : sions, rates, price fixin n . ’ , 
ee, eee an PRACTICE IN ALL COURTS Formerly Assistant Chief Examiner 


Transportation Bldg., Washington, D. C.] Liberty Central Trust Co. Bldg., ST. LOUIS, MO. Interstate Commerce Commission 
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HENRY J. SAUNDERS T. D. GEOGHEGAN 
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A pombposenani jp under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination 
is resumed without delay, once shipments 
are cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official 
customs agencies at El Paso, Eagle Pass, Laredo and 
Brownsville, Texas, which are fully cusigped to 
handle all shipments. The employment of these 
agencies affords many advantages, particularly in 
billing all customs and incidental charges including 
importation duties to be collected at destination. 


Fast Freight Service 


All import freight receives prompt and careful atten- 
tion; is forwarded to destination on daily fast freight 
trains. 
For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. V.H.Moscosso,Com.Agt. 


1515 Penn Bidg. Room A-721 
New York City Railway Exchange Bldg. 
St. Louis, Mo. 
F. N. Puente, Gen. Agt. 
441 Monadnock Bidg. A. Horcasitas, Com. Agt. 
San Francisco, Calif. 414 Whitney Bank Bldg. 


New Orleans, La. 


“Room 1520 F. Alatorre, Corn. c. 
Two-O-One North Wells Bidg. 815 Pacific Electric Bldg. 
Chicago, Illinois Los Angeles, Calif. 


INDUSTRIAL AGENCY. Mr. Miguel Sandoval, In- 
dustrial Agent, 2a. Bolivar 19, Mexico City, will upon 
request and free of charge furnish information on 
Mexican products marketable in the States. 





Laredo to Mexico City. . . 53 Hours El Paso to Mexico City _+ « 101 Hours 
Eagle Pass to Mexico City . 67 Hours Brownsville to Mexico City . 69 Hours 


NATIONAL RAILWAYS OF MEXICO 
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No. 24676. Minneapolis Traffic Association et al., Minneapolis, Minn., 
Va. &. &. GC. BI. 

Rates in violation sections 1 and 3, grain and grain products, 
originating in Ia., Minn., Mont., N. D., S. D., Neb. and Wis., to 
Minneapolis, Minn., and thence shipped to destinations in C. F. A. 
territory. Shipments from Kansas City, Mo., Omaha, Neb., and 
points taking same rates, to St. Louis, Chicago and Peoria, when 
destined to points in C. F. A. territory preferred. Asks rates and 
reparation of $20,000. 

No. 24677. The Atchison (Kan.) Chamber of Commerce vs. U. P. et al. 

Alleges violation of sections 1, 3 and 13, with respect to basis 
of rates between points in Neb. and Kan. on the one hand, and 
between points in Neb. and Kan., on the other hand, intrastate, 
Asks reasonable basis reflecting that found proper in No. 17000, 
part 2, 164 I. C. C. 1. Shippers at Atchison, Kan., alleged to be 
prejudiced. Nebraska and Kansas shippers alleged to be preferred. 

No. 24678. Skelly Oil Co., Tulsa, Okla., vs. A. & W. et al. 

Rates and charges in violation sections 1 and 6, iron or steel 
storage cabinets, k. d., flat, without regulator, points in Ark., IIl., 
Ind., Ia., Kan., Minn., Mo., Neb., N. D., Okla., S. D., Tex. and 
Wis. to points in same states. Asks cease and desist order and 
reparation. 

No. 24679. Baldwin & Burke Safe Co. et al., Los Angeles, Calif., vs. 
A TT. & S&S. F. ot al. 

Unreasonable rates and charges, iron or steel safes, points east 
of the Mississippi River crossings to points in Calif. Ask rates 
and reparation. 


No. 24680. El Paso Natural Gas Co. et al., El Paso, Tex., vs. T.-N. 
M. et al. 

Rates in violation sections 1 and 3, steel pipe, North Milwaukee 

and Milwaukee, Wis., to Wink, Tex., as compared with rates to 


points in the vicinity of Wink and as far west as El Paso. Ask 


reparation. 





Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


September 14—Houston, Tex.—Director Sweet: 
Finance No. 8896—Application of G. & W. T. Ry. for a certificate 
of public convenience and necessity authorizing the constructing 

of a line of railroad in the state of Texas. 


September 14—-Washington, D. C.—Examiners Waterbury & Norpel: 
Finance No. 3735—Excess income of Franklin & Abbeville Ry. 


ae mem al Pg to 19—Boston, Mass.—Director Bartel and Examine 

3ardwell: 

Ex Parte 104, Part !1—Terminal Services of Class I Carriers. Ban- 
gor & Aroostook R. R.; Boston & Albany R. R.; Boston & Maine 
R. R.; Canadian National Lines in New England; Canadian 
Pacific Ry. (lines in Maine); Central Vermont Ry.; Maine Cen- 
tral R. R.; New York Connecting R. R.; New York, New Haven 
& Hartford R. R.; Rutland R. R.; Canadian Pacific Ry. (lines in 


Vermont). 


September 17—Washington, D. C.—Examiner Macomber: 
24612—R. W. Burch, Inc., et al. vs. A. C. L. R. R. et al. 
September 18—Boulder, Colo.—Director Sweet: 
Finance No. 8760—Application of C. & S. Ry. 
abandon its line of railroad between a point 
Boulder, Colo. 
September 21—Newark, N. J.—Examiner Wilbur: 
* 1. & S. 3526—Commutation passenger fares between points in N. J. 
and New York City, via D. L. & W. R. R. 
September 21—Argument at Washington, D. C.: 
Ex Parte 103—In the matter of increases in freight rates and charges. 


for a certificate to 
near Coalton and 











POSITION WANTED-—By trained traffic man, knowledge of rates 
I. Cc. C. rulings, extensive training in traffic management, age 38. 
Address J. B. B., care Traffic World, Chicago, IIl. 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


185 N. Clark St., Chicago 15 E. 26th St., New York 
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September 21—Gainesville, Ga.—Examiner Sullivan: 
Finance No. Application Gainesville & Northwestern R. R. 
for a certificate of public convenience and necessity to abandon 
its line and operation under trackage rights. 


September 21—Ft. Dodge, Ia.—Director Sweet: 

Finance No. 8810—Joint application of C. G. W. R. R. and M. C. 
& Ft. D. R. R. for a certificate of public convenience and neces- 
sity permitting abandonment of southern portion of Lehigh 
branch in Webster county, Ia. 


September 21—Washington, D. C.—Examiners Hosmer & Dillon: 
4069—Atlantic Coast Line R. R. et al. vs. A. & A. R. R. Corp. et al 
24160—In the matter of divisions of joint interterritorial rates be- 

tween official and southern territories (adjourned hearing). 


Septembr 21—Washington, D. C.—Examiner Mullen: 
9200—Railway Mail Pay. Application of White Sulphur Springs & 
Yellowstone Park Ry. 


September 22—Washington, D. C.—Examiners Fowler and Norpel: 
Finance No. 3770—Excess income of Interstate R. R. 


September 22—Washington, D. C.—Examiner Rogers: 

24049—A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, and D. D. Robertson, President of the 
Brotherhood of Locomotive Firemen and Enginemen, vs. A. T. & 
S. F. Ry. et al. (Adjourned hearing.) 


September 22—Washington, D. C.—Examiner Zeitz: 
Fourth Section Application No. 14398, filed by Miss. Valley Barge 
Line Co. M. & N. A. Ry., and M.-K.-T. R. R. 


Sonar 7 to 30—New York, N. Y.—Director Bartel and Examiner 
arawell: 

Ex Parte 104, Part Ii—Terminal Services of Class I Carriers. Dela- 
ware & Hudson R. R.; Delaware, Lackawanna & Western R. R.; 
Erie R. R.; Lehigh & New England R. R.; Lehigh Valley R. R.; 
New Jersey & New York R. R.; New York Central R. R.; New 
York, Ontario & Western Ry.; New York, Susquehanna & West- 
ern R. R.; Ulster & Delaware R. R.; Brooklyn Eastern District 
Terminal; Central R. R. of New Jersey; Lehigh & Hudson River 
ee Island R. R.; Reading Co.; Staten Island Rapid Tran- 
si y. 


September 22—Washington, D. C.—Examiners Bradford and Burbank: 
—— 3722—-Excess income of Erie & Michigan Ry. & Navi- 
gation Co. 


RESEARCH ON PAPERBOARD CONTAINERS 


Dr. Edward R. Weidlein, director, Mellon Institute of In- 
dustrial Research, Pittsburgh, has announced that an industrial 
fellowship for research on moisture-proofing and grease-proofing 
paperboards used in cartons and boxes has been established in 
that institution by the Robert Gair Company, of New York. 
Recent progress in package merchandising has indicated, he 
pointed out, a growing need for paperboard containers with 
improved moisture-proofing and grease-proofing qualities, and 
he said it was the hope of the donor of the fellowship and of 
Mellon Institute that technically valuable advances would result 
from the studies begun September 1. Dr. Marion D. Coulter has 
been appointed a fellow of the Institute, to conduct these in- 
vestigations. 


REVENUE TRAFFIC STATISTICS 


Revenue passengers carried ‘by Class I railroads in the six 
months ended with June totaled 311,409,000 as compared with 
365,459,000 in the corresponding period of 1930, according to 
revenue traffic statistics compiled by the Bureau of Statistics of 
the Commission from reports representing 158 steam railways, 
exclusive of switching and terminal companies. For June the 
number was 51,409,000 as compared with 59,945,000 for June, 
1930. 

Passenger revenue for the six months totaled $291,865,196 
as compared with $380,305,989 for the corresponding period of 
1930. For June passenger revenue was $50,858,296 as against 
$67,011,456 for June, 1930. 

Revenue a passenger mile averaged 2.616 cents for the six 
months as against 2.802 cents for the 1930 period. For June it 
averaged 2.5 cents as against 2.667 cents in June, 1930. 

Revenue tons carried in the six months totaled 812,987,000 
as against 1,019,361,000 in the 1930 period, and 141,190,000 in 
June as against 176,212,000 in June, 1930. 

Freight revenue for the six months totaled $1,672,081,592 as 
compared with $2,038,899,996 for the corresponding period of 
1930. For June it was $280,900,356 as against $331,197,398 for 
June, 1930. 

Revenue a ton mile averaged 10.62 mills in the six months 
as against 10.66 mills in the 1930 period. In June the average 
was 10.9 mills as against 16.63 mills in June, 1930. 
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UNION 
PACIFIC 
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Utah 


.... admitted to the Union 
in 1896, present population 
507,867, area 84,990 square 
miles... . ranking first in 
production of silver, second in 
lead, third in copper.... 
raises choice fruits and vege- 
tables on irrigated land .. 
contains the famous Salt Lake 
and Zion and Bryce Canyon 
National Parks.... 


Utah is one of the 13 great 
Western states upbuilt and 
served by 


Union Pacific 


.... the great railroad that ful- 
filled Lincoln’s dream of tying 
the Pacific states to the Union 
... . that made it possible to 
rear a great commercial empire 
in the wilderness. 


Union Pacific grows with the 
country it builds, Today it serves 
more of the West than any other 
railroad and ‘offers shippers and 
travelers unique advantages. 
Come to Union Pacific with 
your trafic and travel problems. 


THE OVERLAND ROUTE 


UNION PACIFIC 
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Service is maintained at regular 
intervals to London, Liverpool, 
Manchester, and Newcastle, 
England; Glasgow and Greenock, 
Scotland; Antwerp and Ghent, 
Belgium; Bremen and Hamburg, 
Germany; and Rotterdam, Hol- 
land, By: 


MOBILE OCEANIC LINE (Waterman Steam- 
ship Corporation, Managing Operators) 

LEYLAND LINE (Strachan Line, Agts.) 

HARRISON LINE (Strachan Line, Agts.) 

MACLAY LINE (Strachan Line, Agts.) 

FRENCH LINE (Fillette, Green & Co., Agts.) 

NORTH GERMAN LLOYD (Fillette, Green & 
Co., Agts.) 

RICHARD MEYER & CO. (Van Heynigen 
Brokerage Co., Agts.) 

STRACHAN LINE (Strachan Line, Agts.) 
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THE LASALLE 
SUCCESS-BUILDING SERVICE 
INCLUDES 


1. COMPLETE TRAFFIC MANAGEMENT 
TRAINING—built with the aid of traffic 
leaders. 


2. INDIVIDUAL INSTRUCTION — given 
by successful traffic men. 


3. THE LASALLE PROBLEM METHOD— 
makes you experienced and expert in the 
use of traffic management principles 
and methods. 


4, INDIVIDUAL CONSULTATION —on 
your personal problems. 


. EXPERT CONSULTATION SERVICE 
ON SPECIAL PROBLEMS in (traffic 
management, 


6. EXPERT AND CONFIDENTIAL CON- 
SULTATION SERVICE ON YOUR 
BUSINESS PROBLEMS of all kinds— 
accounting, sales, advertising, law, finan- 
cial, etc. 


7. VOCATIONAL ADVISORY SERVICE 
AND PLACEMENT AID— practical, 
complete, continuous—helps you _ solve 
more easily and surely the sometimes 
difficult problem of winning the stand- 
ing and success you deserve. This in- 
cludes, among other things: 












































on 


(a) “Getting Ahead in Traffic’’—the self- 
placement training course consisting of: 


Part I—Planning Course 


Part II—The Job Development 
Courses 


Part III—The Placement Course 
Part IV—The Advanced Course 


(b) Counsel about the traffic management 
field and the traffic job where you 
belong. 


(c) Help in getting promotion where you 
are— 


Progress reports to your employer— 
if you wish them. 


ween for making more of your 
job. 


Advice on selling yourself to your 
employer. 
(d) Aid in finding a new job—if that’s what 
you want. 


Direct aid of our active Placement 
Department. 


Help in advertising yourself, in writ- 
ing letters of application, in plan- 
ning your interview with a pros- 
pective employer, etc. 


(e) Help in making good in the new job. 


8. THE FRIENDLY AID of 750,000 LaSalle 
members in 67 countries—men and women 
now influential and successful, who have 
traveled the same road and are glad to 
welcome and help a fellow member. 


9. PREFERENCE by hundreds of thousands 
of employers, both large and small firms, 
who know from experience the value of 
the LaSalle trained men. Many of the 
most successful Traffic Managers are 
LaSalle members. 
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A Complete Success 
Plan Built Around 


Traffic Management 
Training 


ECHNICAL TRAFFIC MANAGEMENT J training—however 
| practical, however outstanding in quality, however complete—is 
not always enough to insure success. 
Many men need help in finding opportunity to apply that training, and 
aid in using their larger knowledge. Upon the foundation of skill and 
knowledge given by study must often be added certain personal and 
business factors—to help the student get the quickest and fullest 
advantage from his added ability. 
This fact—learned early in our twenty-three years’ experience in help- 
ing more than 750,000 adults to larger success—is the reason for 
LaSalle’s unique success-building service (some features of which are 
listed in the panel at the left of this paragraph). 


LaSalle Your Partner—In Building Your Success 


Your LaSalle membership thus brings you much more than an advanced 
training in traffic management—though that alone is worth many 
times the low cost. 

It brings you our continuing and close partnership in the biggest 
problem of your career—building yourself and your success. And when 
we say partnership, we mean just that. It isn’t a routine, casual con- 
tact, but an intimate and personal association with an institution that 
knows business and the path to success in traffic work. 


A LaSalle-Trained Traffic Man Never Graduates 


These various services—which we think are tnequalled anywhere— 
are yours for life. 

No matter where you are or what you are doing—whether it is two 
hours after your enrollment or twenty years after your graduation— 
this friendly, competent aid is yours to command. 

If like most of us, you are sometimes puzzled about your progress 
or lack of it—wondering, worrying about your future—just consider 
what such expert help can mean to you. 

Ask for more complete information— 

And then decide about LaSalle membership for yourself. 

Your first step is to get the facts—and the coupon below will bring 
them quickly, and without cost or obligation—in a very interesting, 
valuable book by Edward Hungerford, “This Is the Day of the Traffic 
Manager.” 


Dept. 995TA, 
Traffic Management Division, 
LaSalle Extension University, 
Chicago, Ill. 


Kindly send me—without cost or obligation—your book, “This Is 
the Day of the Traffic Manager,” and full details about your success- 
building service for traffic men. 
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Internationals are a boon 

to the pipe-liner; Roy Parkhill 

owns 72, and Oklahoma 
Contracting owns 98 


The Pioneer Spirit is far from dead, 
and the tough jobs are not all fin- 
ished. Tom Jones and Roy Parkhill 
will tell you that. 


These men, respective heads of the 
Oklahoma Contracting Co. and the 
Parkhill Truck Co., will tell you that 
it’s a man’s job to lay the pipe lines 
that carry some of the country’s great 
natural resources. They will tell 
you that a Pipe-Liner must dyna- 
mite the hills...cross under and 
over great rivers... plow through 
forests and swamps. No easy roads 
for him; in fact, no roads at all. 

These men will also tell 
you that a Pipe-Liner on the 
job likes two things best in 





INTERNATIONAL ; 
WAI 
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The 


are not all done yet! | 


the world; hot dry weather, and In- 
ternational Trucks. 


For Internationals play a heavy 
role in this great nad 9 They take 
on loads of 24-inch steel pipe in 40 to 
80-foot sections weighing . to 7,200 
pounds...and string it along the 
roughest right-of-way. They haul the 
materials, too... the couplings and 
the skids and the hot paint. They 
transport the fence-busters and the 
muckers and the other crews and 

angs of workmen. They do all this 
in the fair weather a Pipe-Liner loves 
...or in the rainy weather he hates. 


The Oklahoma Contracting Co. 
owns 98 International Trucks. The 
Parkhill Truck Co. owns 72. Pipe- 
Liners, Drillers and Trucking Con- 
tractors from coast to coast prefer 
them. And wherever these Interna- 
tionals go, Service is 
always in the field 
before them! Inter- 








INTERNATIONAL HARVESTER COMPANY 
606 S. Michigan Ave. (xconron eened 


Te = 


i 
i 


national Harvester maintains 183 
Company-owned Branches in the 
United States and Canada, and there 
are dealers everywhere. 


You need Internationals... and 
International Service. Both will 
serve you faithfully and economi- 
cally. Sizes range from %4-ton to 
5-ton, and any branch or dealer will 
demonstrate any model for you... 
on your own job. 





Ask the nearest branch or dealer 
about the new 
1%-ton 4-speed International 


$675 


and the new 1'-ton 
Six-Speed Special 


$725 


Prices: chassis, f. o. b. factory. 
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Establish Your Own Factory 





~ ENGLAND 





Easy to do..Kconomical to Operate 


Stop paying heavy customs duties ... un- 
necessary overseas transportation charges. 
American goods can be manufactured in 
England . . . factory sites are easily ob- 
tainable . . . operation is exceptionally eco- 
nomical because of the lower cost of British 
labor. 

Let L.M.S.— Britain’s largest railway sys- 
tem—show you how and why “British 
Made’’ American products 
reduce overhead and give you 
greater profits. 

L.M.S. offers a most unique 


LIMS 


and entirely free service to American business 
men who contemplate manufacturing in Eng- 
land. Photographs... plans .. . information 
as to power and water supply. Municipal rates 
... type of labor available. Also a complete 
listing of factories for sale or rent. 

Remember, American goods manufactured 
in Great Britain become British goods. Prod- 
ucts bearing the stamp ‘‘Made in England’ 
reduce selling resistance not 
only in England but through- 
out the British Empire. Write 
for interesting booklet. 


GREAT BRITAIN 


London, Midland & Scottish Railway of G. B. 


[LONDON, MIDLAND & SCOTTISH CORPORATION] 


Thomas A. Moffet, Vice-President—Freight Traffic 1 


Broadway, New York City 
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HEDGER 
Great Lakes 
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SERVICE 
Pt New York 


The Only Direct Barge Line 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


Substantial saving in freight rates via all-water 
route without any transshipment. 


Our service extends also to and from upper lake 
points as far as Chicago and Duluth by trans- 
shipment at Buffalo. 


700 gross tons constitute average barge load. 


Barges move in fleets of four with approximate 
total capacity of 2800 gross tons. 


Our boats are especially adapted to quick handling 
of bulk commodities. 





Average running time, from Lake Erie ports to 
New York, 12 days. 

Our service is reliable and offers shippers the expe- 
rience of 9 years’ successful operation in this field. 
Barges always available for prompt loading at 
Cleveland, Toledo, Detroit and Buffalo. 

Cargo received on board alongside dock at lake 
ports and delivered to alongside steamers or con- 
signees’ dock in the port of New York. 

Cargo also received for safe ports on Long Island 
Sound. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 


MEMBERS: 
N. ¥. Produce Exchange 
N. Y. Maritime Exchange 


¢ 


21 West Street, New York, N. Y. 


BUFFALO OFFICE: Chamber of Commerce Building 


TELEPHONE 
WHitehall 4-0420 
BONDED CARRIER 
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30 MILLION MILES - 5 YEARS’ FLYING EXPERIENCE 
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Business Firms 
Are Turning 
to this Fast 
Clean 
Comfortable 
Mode of 
Travel 










































Save valuable days getting to market, 
making sales, moving merchandise, meet- 


ing emergency situations. 


Recommend that your men use United Air 
Lines—a dependable air transportation 
system flying the finest planes available. 


Seasoned ground crews. Experienced pilots. 
30,000,000 miles flying experience. Serves 
40 cities in 18 states with connections by 
air or rail to all important centers. 


Reduced fares to many points. 





READ WHAT BUSINESS MEN THINK 
OF UNITED AIR LINES SERVICE 


Saves Two-Thirds in Time 

“T find air transportation saves two-thirds in time and fifty per cent 
in money, and I use air transportation extensively.”—Col. Edgar S. 
President, Stutz Motor Car Company of America, Indi- 


anapolis, Ind. 


Service Is Efficient and Comfortable 


“After a trip from New York to San Francisco and Seattle, Seattle 
to Salt Lake and New York City, over United Air Lines, I express 
my admiration of the very efficient and comfortable service I enjoyed.” 
—Boies C. Hart, Vice-President, National City Bank, New York City. 


Gorrell, 


Travel a Pleasure on United Air Lines 


“After using your service between Cleveland and Kansas City, | 
congratulate United Air Lines on the excellent service, equipment and 
high character of the men operating your planes. It was a pleasure 
to travel on your lines.”—J. D. Tew, President, B. F. Goodrich Co., 
Akron, Ohio. 


Veteran Air Traveler Compliments Comfort Features 


“Having done considerable flying here and abroad, I wish to com- 
pliment the United Air Lines for the considerate manner in which 
the comfort of passengers is provided for. It is impressively evident 
that you hold the safety and comfort of your passengers paramount.” 
—B. E. Henderson, Executive Vice-President, Household Finance Cor- 
poration, Chicago, Illinois. 


Ask our representatives about our reduced fares and schedules, our equipment, our experience. Write to nearest office below. 





PASSENGER SERVICE—AIR MAIL—AIR EXPRESS 


National Air Transport... Boeing Air Transport... Pacific Air Transport...Varney Air Lines 
Subsidiaries of 


UNITED AIR LINES 





KANSAS CITY, 1107 Baltimore Ave. 
Phone Harrison 7470 

LOS ANGELES, 749 S. Hill St. 
Phone Trinity 3434 . 

MILWAUKEE, North Shore Lines. 
Phone Marquette 3770 

MINNEAPOLIS, Northwest Airways, 
Inc. Phone Dupont 4881 

NEW YORK, 36 W. 40th St. 
Longacre 5-5170 


CHICAGO, 400 S. Michigan Ave. 
Phone Wabash 0230 

CLEVELAND, 708 Superior, N. E. 
Phone Prospect 3300 

DALLAS, 1402 Commerce St. 
2-6181 

DENVER, Transportation Desk, 
Brown Palace Hotel. Phone Tabor 
3111 

DETROIT, 139 Bagley Ave. Phone 

Cherry 2911 


Phone 


Phone 


SALT LAKE CITY, Hotel Utah. 


Phone Wasatch 2002 

SAN DIEGO, Lindbergh Field. Phone 
Hillcrest 4437 

SAN FRANCISCO, 
Phone Douglas 1940 

SEATTLE, 406 University St. Phone 
Elliott 3322 


Also Leading Hotels and 
Travel Bureaus 


OAKLAND, Municipal Airport. 


Phone Trinidad 1700 

OKLAHOMA CITY, Okla. City Air- 
port. Phone 3-4214 

OMAHA, 15th and Harney Sts. Phone 
Jackson 0625 

PORTLAND, 331 Morrison St. Phone 
Beacon 6194 

ST. PAUL, Northwest 
Phone Riverview 4500 


320 Geary St. 


Airways. 





